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'J1  he  findings  and  alternatives-  presented  in  this  study  have 
neither  been  approved  nor  disapproved  by  the  agencies  and 
organizations  involved  in  their  preparation.  The  purpose  of  this 
study  is  to  provide  planning  information  for  further  consideration, 
and  it  may  be  revised  as  additional  ideas  are  presented. 


"East  and  West  Shaking  Hands  at  Laying  Last  Rail,  Promontory  Summit,  Utah,  May  10.1869  " 
Known  as  one  of  the  most  famous  photographs  in  American  history 

Andrew  J.  Russell 
Utah  State  Historical  Society 


EXECUTIVE  SUMMARY 


J    n  1992  Congress  appropriated 
■*     $195,000  for  the  National  Park 
Service  to  study  the  feasibility  of 
constructing  a  tourist  rail  link  between 
Ogden  and  Golden  Spike  National 
Historic  Site  (NHS),  53  miles  away.  The 
study's  purpose  is  to  provide  information 
to  Congress,  which  will  guide  decisions 
concerning  the  future  of  the  rail  corridor 
from  Ogden  to  Golden  Spike.  The 
feasibility  study  identifies  which 
scenarios,  if  any,  might  be  used  to 
construct  a  tourist  rail  link,  how  it  might 
be  done,  what  it  might  entail,  what  the 
costs  might  be,  and  who  might  be 
involved  in  a  partnership  to  build  it. 

Four  management  scenarios-a  no  action, 
a  non-profit  foundation,  a  state  initiative, 
and  a  national  heritage  corridor-are 
evaluated  using  a  set  of  costs 
representative  of  estimates  for  building, 
operating,  and  maintaining  the  railroad. 
The  document  presents  an  assessment  of 
feasible  alternatives.   The  major  findings 
of  the  study  are  as  follows: 

•  The  corridor  lies  at  one  of  the 
nation's  "crossroads"  and  has  many 
recreational,  natural,  and  cultural 
resources  associated  with  the  theme 
of  early  railroad  transportation. 

•  The  corridor  is  an  evolving  resource 
that  has  retained  its  heritage  and 
character  through  over  a  century  of 
change.  The  rail  corridor  is  a  thread 
linking  these  resources  together. 

•  The  rail  link  would  enhance  the  Park 
Service's  ability  to  convey  the 


importance  of  the  events  that 
occurred  at  Golden  Spike  NHS. 

The  construction  of  the  rail  link 
appears  economically  possible. 

It  appears  that  the  business 
enterprise  of  constructing  and 
operating  a  tourist  railroad  could 
be  economically  self-sufficient  and 
could  be  financed  from  private 
capital  markets. 

Construction  of  a  rail  link  from 
Ogden  to  Golden  Spike  National 
Historic  Site  would  require  a 
capital  expenditure  of  $30  million; 
$16.5  million  for  infrastructure  and 
$13.5  million  for  rolling  stock. 

Revenues  generated  the  first  year 
could  reach  $8.5  million. 

Long-term  economic  impacts  to  the 
local  area  resulting  from  increased 
tourism  could  be  substantial-an 
estimated  $48  million  in  combined 
sales,  $3.8  million  in  increased  state 
and  local  tax  revenues,  and  an 
increase  of  1,440  jobs. 

A  management  structure  consisting  of 
a  private/public  partnership  appears 
to  be  most  advantageous  as  a  short- 
term  start-up  scenario. 

A  management  structure  consisting  of 
a  public/private  partnership  appears 
to  be  most  advantageous  for  long- 
term  preservation,  conservation,  and 
economic  development  of  the 
corridor's  resources. 
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Introduction 


111  ithin  a  matter  of  months  after  the 
**     introduction  of  the  first  steam 
locomotive  to  the  United  States,  a  few 
far-sighted  men  conceived  the  idea  of  a 
railroad  linking  the  Atlantic  with  the 
Pacific.  After  several  decades  of  debate 
on  the  subject,  those  who  clearly  saw  the 
benefits  to  the  nation  connected  the  East 
and  the  West  at  Promontory  Summit, 
Utah,  at  12:47  p.m.,  May  10,  1869:  the 
day  of  the  Great  Event. 


the  nineteenth  century.   In  the  past,  our 
heritage  has  been  perceived  as  individual 
heroes,  isolated  events,  and  specific 
natural  wonders.  Today,  however,  we 
are  becoming  increasingly  interested  in 
the. larger  picture;  in  the  intricacies  of 
the  American  landscape,  where  the 
natural  and  the  cultural,  the  humble  and 
the  grandiose  fuse  into  a  distinctive 
regional  pattern,  and  where  layers  of 
historic  interaction  among  the  elements, 
accumulating  over  generations,  impart  a 


Wedding  of  the  Rails,  East  Meets  West 
©  George  Mac  Western  Specialty  Inc. 


The  transcontinental  railroad  influenced 
the  development  of  the  American 
society,  the  U.S.  economy,  and  the 
American  industrial  system.  The  area  in 
and  around  Ogden  and  Brigham  City 
was  dramatically  changed  by  this  event, 
as  was  the  nation. 

Today  Americans  are  rediscovering 
America  much  as  they  discovered  it  in 


rich  patina  to  the  scene.   Collectively, 
these  areas,  perhaps  more  than  any  of 
our  other  national  symbols,  represent  the 
essence  of  our  American  experience  and 
heritage.   There  are  many  significant 
sites  that  define  some  special  aspect  of 
our  nation  and  its  diverse  heritage.  The 
corridor  between  Golden  Spike  National 
Historic  Site,  Brigham  City,  and  Ogden 
may  very  well  be  one  of  those  areas. 
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Golden  Spike  Rails  Feasibility  Study 


The  Feasibility  Study 

Study  Task.  In  January  1993,  the 
National  Park  Service  (NPS)  was 
designated  as  the  agency  to  guide  a  task 
force  (see  page  82)  to  study  the 
feasibility  of  constructing  a  tourist  rail 
link  from  Promontory  Summit  within 
Golden  Spike  National  Historic  Site  to 
Union  Station  in  downtown  Ogden, 
Utah.  The  study  area  is  over  53  miles 
long,  with  more  than  85  percent  being 
outside  of  a  national  park  unit. 

Based  on  NPS  Special  Directive  92-11, 
the  study  is  considered  to  be  a 
"reconnaissance  survey,"  wherein  national 
significance  is  evaluated  and  a 
preliminary  evaluation  of  suitability  and 
feasibility  for  protection  of  significant 
resources  is  documented.   Based  on  NPS 
criteria,  the  study  also  presents  for 
consideration  a  range  of  management 
alternatives  for  the  use  and  protection  of 
resources  associated  with  early  railroad 
history  and  settlement.  These 
alternatives  include  a  combination  of 
partnerships  that  may  involve  the  NPS, 
other  federal,  state,  and  local 
governments,  and  private  interests. 
Construction  costs,  staffing  and 
equipment  needs,  local  socioeconomic 
benefits,  and  other  relevant  information, 
such  as  cost  estimates  for  completing  any 
necessary  environmental  documentation 
are  presented. 

If  it  is  determined  that  an  alternative 
involving  NPS  participation  is  practical 
and  feasible,  the  appropriate  NPS 
planning  documents  would  be  revised 
and  a  formal  environmental  assessment 


or  environmental  impact  statement 
would  be  required. 

Study  Goals.   While  the  primary  focus  of 
this  study  is  the  determination  of  the 
feasibility  of  constructing  a  tourist  rail 
link,  the  task  is  being  accomplished  with 
an  understanding  of  the  important  role 
this  corridor  played  in  America's 
westward  movement  and  in  the 
development  of  America's  industrial 
might.  Within  the  context  of  feasibility 
and  with  the  recognition  of  the  corridor's 
importance  to  the  nation's  heritage,  the 
goals  of  the  study  are  twofold. 

First,  the  study  recognizes  the 
importance  of  protecting  the  character  of 
the  corridor  and  its  heritage  by 
encouraging  the  retention  of  the  stories 
and  places  that  are  special  to  the  people. 
After  all,  the  people  are  part  of  the 
corridor's  heritage-those  who  worked  on 
the  railroads,  those  who  settled  and 
farmed  land  near  the  Great  Salt  Lake,  , 
and  those  who  gave  the  region  its 
diverse  character.  Findings  made  focus 
on  the  retention  and  enhancement  of 
those  quality -of -life  places  that  can  survive 
economically,  grow,  and  change,  while 
keeping  their  unique  sense  of  place 
important.   The  study  is  not  just  about 
determining  the  feasibility  of  providing  a 
tourist  railroad,  but  about  the  feasibility 
of  providing  it  in  a  corridor  that  is  tied 
to  both  the  local  culture  and  the  cultural 
heritage  of  the  nation~not  simply  related 
to  the  area's  past,  but  to  its  present  and 
future  qualities  of  life. 

The  second  goal  relates  to  the  economic 
benefits  that  may  be  derived  from  an 
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excursion  tourist  rail  link.   The  study 
suggests  ways  that  the  tourist  rail  link 
might  be  used  to  help  vitalize  the  area's 
economy.  The  study  looks  at  a  framework 
for  cooperation  and  explores  approaches 
to  public/private  partnerships  that  allow 
communities  to  control  their  own  destinies 
by  incorporating  their  visions  regarding  the 
use  and  protection  of  resources  and  the 
pursuit  of  economic  opportunities.    Using 
the  rail  concept  as  a  catalyst  for 
developing  cooperative  regional  tourism, 
the  study  evaluates  the  potential  for 
expansion  of  the  tourist-based  economy, 
by  a  rapidly  increasing 
historical/heritage  tourism  market. 
Tourism  development  efforts  take  full 
advantage  of  the  region's  abundant 
scenic,  natural,  and  recreational  values, 
but  the  primary  unifying  theme  remains 
the  focus  of  history,  and  the  Golden 
Spike  National  Historic  Site. 

Study  Process.   Public  involvement  and 
the  impacts  of  each  alternative  have  also 
been  considered.   The  intent  of  the  study 
is  to  determine  the  feasibility  of 
constructing  a  tourist  railroad  and  not  to 
convey  any  decision  other  than  to  say 
that  one  or  more  alternatives  appear  to 
be  feasible.  A  feasibility  study  is  a 
reconnaissance-level  report  that  provides 
information  to  determine  whether 
further  planning  is  justified.   Feasibility 
means  what  is  capable  of  being  done. 
The  study  process  is  therefore,  not 
designed  to  just  determine  costs,  but  to 
determine  the  various  plausible  options 
that  could  be  employed  to  make  this 
project  likely,  probable,  or  capable  of 
being  done  in  the  future. 


Public  involvement  Because  public 
support  and  the  establishment  of  a 
cooperative  framework  are  crucial  to 
the  successful  implementation  of  any 
proposed  alternative,  a  series  of 
workshops  for  the  general  public  and 
several  focus-group  sessions  with  other 
interested  parties  was  held  in  the 
summer  and  fall  of  1993,  during  the 
initial  phases  of  the  study.   More  than 
150  people  participated  in  the  public 
workshops  held  in  Brigham  City  and 
Ogden  in  the  fall  of  1993  and  123 
letters  were  received  in  response  to  a 
public  information  brochure  sent  out  in 
the  summer  of  1993.  The  objectives  of 
the  public  involvement  were  to  solicit 
suggestions  identifying  key  themes  and 
resources  of  the  area  and  to  ensure 
that  the  study  reflected  the  thoughts 
and  ideas  of  the  local  communities, 
consistent  with  task  force  objectives. 
Based  upon  public  comment,  goals 
were  refined  and  alternatives  displayed 
in  this  document  were  modified. 

Environmental  analysis  and  further 
environmental  documentation.   The 

study  incorporates  a  preliminary 
environmental  assessment  of  the 
broad-based  management  alternatives. 
The  document  text  discloses  the 
general  effects  on  the  environment  for 
each  alternative  evaluated.  An  analysis 
of  all  known  environmental  effects 
associated  with  the  possible 
alternatives  for  construction  is  also 
provided.   Impacts  on  any  known 
resources  associated  with  the 
reestablishment  of  rail  track  from 
Corrine  to  Golden  Spike  National 
Historic  Site  that  could  be  considered 
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to  be  adverse  were  either  avoided  or 
mitigation  suggested.   These  include 
any  adverse  impacts  on  known 
floodplains,  wetlands,  threatened  and 
endangered  species,  or  cultural 
resources.   More  detailed  plans  for 
further  site-specific  developments  will 
require  environmental  compliance. 
Costs  for  these  plans  are  presented  in 
this  document,  and  estimates  include 
all  necessary  environmental 
compliance,  in  conformance  with  the 
National  Environmental  Policy  Act  and 
other  applicable  laws,  regulations,  and 
policies. 

Study  Background.  Tfye  idea  of  a  tourist 
railroad  from  Promontory  Summit  within 
Golden  Spike  National  Monument  to 
Union  Station  in  downtown  Ogden, 
Utah,  to  enhance  tourism  is  not  new. 

History  of  the  tourist  rail  link  concept 

Initial  thoughts  regarding  a  connective 
link  between  one  of  the  most 
important  U.S.  historic  centers  of 
railroading-Ogden,  Utah--and  Golden 
Spike  National  Historic  Site  go  back  to 
the  historic  site's  inception.   Direction 
for  a  study  was  originally  authorized  in 
Public  Law  96-344,  titled  An  Act  to 
Improve  the  Administration  of  the 
Historic  Sites,  Buildings  and 
Antiquities  Act  of  1935,  September  8, 
1980,  Section  7  (c),  which  reads: 

Within  two  years  from  the  effective  date  of 
this  section,  the  Secretary  shall  complete  and 
submit,  in  writing,  to  the  Committee  on 
Interior  and  Insular  Affairs  of  the  United 
States  House  of  Representatives  and 
Committee  of  Energy  and  Natural  Resources 
of  the  United  States,  a  report  on  the 


feasibility  of  providing  passenger  rail  service 
from  the  city  of  Ogden  to  Golden  Spike 
National  Historic  Site.   Said  report  shall 
include  an  assessment  of  existing  rail  facilities 
and  rolling  stock,  additional  development  as 
might  be  required,  as  well  as  alternatives  with 
respective  costs  for  the  operation  of  passenger 
rail  service.  There  is  hereby  authorized  to  be 
appropriated  not  to  exceed  $100,000  to  carry 
out  the  provisions  of  this  subsection. 

The  funds  necessary  for  the  study  were 
never  appropriated  and  the  study  was 
never  completed. 

Previous  studies.   A  study  done  in  1991 
by  Weber  State  University  concluded 
that  between  $10  and  $20  million  in 
initial  capital  investments  is  needed  to 
reestablish  a  tourist  railroad  from 
Promontory  Summit  to  Ogden.   The 
Weber  State  study  also  indicated  that 
reoccurring  operations  and 
maintenance  would  cost  an  additional 
$1.5  to  $2  million  annually.    The 
preliminary  study  did  not  include 
specific  implementation  plans, 
marketing  strategies,  or  necessary 
public  involvement.   Nor  did  it  look  at 
heritage  and  opportunities  for  creating 
a  framework  for  partnership  between 
the  public  and  private  sectors. 

The  study  acknowledged  shortcomings 
resulting  from  the  emerging  tourist  rail 
industry: 

The  industry  of  railroad  restoration, 
preservation,  and  steam  train  excursions  is 
growing  rapidly  but  is  still  in  its  infancy. 
Consequently,  it  suffers  a  dearth  of  data 
describing  market  potential,  projected  growth, 
and  economic  impacts.  Because  of  a  reliance 
on  qualitative  assessments  about  market 
demand  and  because  of  the  limited  time 
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frame,  the  information  gathered  for  this  study 
is  preliminary.  Attempts  were  made  to  be  as 
specific  as  possible,  using  a  range  of  estimates 
where  needed.   The  main  purpose  of  this 
study  is  to  determine  whether  a  detailed 
feasibility  is  needed.  (Ogden-Promontory 
Tourist  Rail  Line  Preliminary  Feasibility  Study, 
1991.) 
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The  Great  Event 
1990s  Style 
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the  fantilu  did thia kaat 

aumme*.     JVe  toolc  a  foiA  oac/c  in 

/uatowu-  -vecMuf  Jre  aot 'on  a  foain  in    CuaA  cohere  eve^mthina 

waajuat/i/ce  itwaa  oaeA  in  186'3--the  focwrij  the  cc4iducl<w,  allaoyla  ofchavac- 
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Qs called  ahead to  ael  directions,  out  G/'reullu  thin/c  Q7  could  nave  tbund It 
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Icids  (and  me)  to  /wetend  later  that  we  were  actually  acina  oac/c  into 
GRpmerica '& feast. 
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traveled avroM  me  county  on  a  train.    QdAe  coviaucl&r  was  even  dressed aAe 
someone  worn  me  50s.    TVAen  we  aotto  ^OriaAanv  Tpityj  we  switcAed  to  a 
steant-Ao^ue^red  train  front  me  -/SOOs  and  Aeaded oJpfo*   tyorinne. 
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an.  (yur  car  nod  a  Journalist prom  me  ^ffiauimore  Q/un,  wno  really  was  a 

cAaracter.  Qfte  was  dressed In  mia  old coat and Aants  wont  me  JS&Osj  and  It 
seems  Ae  was  on  /us  way  to  cover  me  Qpreat  (pvent  -  -me  drivina  optAeaolden 
s/iiAe  ma£J<H4iedmeivr6tfo<ztfi6con^  Qdte  was  areatto  ta/A  to. 

Ofte  told  us  allaacutupe  on  me  east coast and  Aow  im/uwtavtt  t/ua  railroad  was 
to  (^^nterica's  future.    Q/te  aot everyone  In  me  car  all  eaxdted avoid  aettina  to 

z7  romontory f&r  me  drivina  op  me 
s/uAe. 

^Justa few  miles  out  oftyorinnej 
we  could  even  6ee  a  worA  camA  mat 
deemed  to  AaveAeodue  worAina  In  it. 
^Oy  tnis  time j  bom  Qsravia  and 
GfAawnon  really  mouaAt  tAatwe 
were  someAoui  actually  Hme- 
t^avelina.    C^inaiust  tAen,  Qs 
Aearda  commotion  u/if&ont.    (Sfeems  liAe  some  op  tAe  worAers  Aad 
aotten  on  tAe  train  and  were  t/wealenina  to  stbA  it  unless  t/ie  via  vow,  QdAomas 
^Durant,  Aaid  tAem  tAeir Aast waaes.    ®u&JM(Amalist immediately Juvn/ied  uA 
to  interview  t/iem,  vuttAey  didnt/ooA  took/eased.    QdAey wnally kusAed tAeir 


Leasure  < 


way  tArouaA  to  tAe  oacA  of  tAe  train  to  wnd  ^Durant. 


W^V    /i 


Leas ure  and  Associates  \ 


iw  this  time  we  were  almost  to  ■^rovnovvtowu,  wAere  we  sow 
me    oiaull  anaaAartofthe  trestle  thathaaoeen  reconstructed on  me  site.- 
OAfow  you've  aot  to  remeniaer  mat  me  whole  /var/iose  of  the  tri/i  was  to 
celebrate  me ariwina came s/Ulce,  ana  me staff  cfthwklace  r^a/cy  Alauea  the 
Aart.    Qshe  cotvauct&r  aot us  off  the  train  and  too/c  us  over  ta  a  aressina  room 
where  we  chose  costume  coats  and hats  for  me  re-oreaUon  Of  the  famous  AAoto 
(past  Q/iteels   Jrest.      Q/ftary  and  me  /clas  loo/ceajustareat .     Pre  even  aat 
ou&Aueture  ta/cen  separately-  -  Qs  ll tend  you  one  soon. 


(^oluer  we  aotoar  costumes,  we  nod aaout tl5 minutes  uefore  it  was  timefcpr  me 
^olaen  <3/hi/ce  celel^ration.  JVe  leo/ced around  the  oca  zs  rovnentory  town  site 
and  tamed  with  the  characters worn  the  train.  Q/here  wew Journalists, 
slowe/cee/ie<rs,  roiaay  railroad  wor/cers,  laaies  who  sana  in  the  saloon  Aalls  ana 
all  sot/a  op  ether  characters,    fyvewyone  was  there  for  the  ceceo^ra/ion.  z7  retty 
eoocitina  stuff/ 


C£$t2:00  we  aathered toaether  in  fhontofthe  trains > Jusl  li/ce  they  aid  almost 
430  years  aao.    &f coarse,  QsAmeui  that  we  were  ail  Arelenaina,  oatitwas 


wnfeooiiide  not to  aet awe/U uA In  the  enthuaia&m  ottheAeoAle  In  coatume  and the 
imfawfanceofthe  whole  event. 
Qshe  foavidcon/inental 

POd/pOOa  WOA /wtOWZtWy  One  C£ 

me  most imfawtant events  in 

me  history  ofouv  country. 

cZUfera/lu  ovetwiyhtthe 

OA/ation  was ofienedu/i all 

the  waytrom  me  (past  ipoast 

to   tya/tJctmia,  ana  me  foiA 

could  oe  ntaae  In  a  matter  0/ 

days  rather  man  wee/cs.    (^  could ao  on  ana 

on  aooutthe  siantMeance.    Q$ts  you  can  ie/l,  Qs  really  aot imsAired oy  the 

whole  foiA. 

Qsne  event  ended  when  they  too/o  theAhoto  and  everybody  cheeredjicst li/ce  they 
Arooao/y  did  way  oac/c  then.    TVe  aavally  tamed  In  our  clothes  and aotoacJc 
on  the  train.    Qshe  retam  foiA  was  relaoolna.    QJne  /ciaa  tell  aalee/i  and  our 
conductor klayed me  oarUo  and  anyone  who  wanted  to  sana  alona  with  Aim. 


Leasure  and  Associate 


'u^Jou^no/i^t  stoAAed  oy  and  he  aothta  sl&ry  sentoffon  the  teleavaAA.    Qfte 
was  realty  excited  and  said he  would  rentenwer  thia  day  at  Zona  as  he  lived. 
QRlnd  you  /enow,  (^thin/c  we  will  too. 


^Love, 


iu*^ 


The  Vision 


Visitors  to  Golden  Spike  National  Historic  Site  Reenact  Russell's  Famous  Photograph  at  the  10th  Annual  Railroader's  Festival  on  August  9,  1986 

\  •  NPS 
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The  Feasibility  of  Constructing  a  Tourist  Rail  Link  Between  Ogden  and  Golden  Spike  National  Historic  Site 


A      feasibility  study  is  a 
^^     reconnaissance-level  report  that 
provides  information  to  determine 
whether  further  planning  is  justified.  For 
the  purposes  of  this  study,  the  term 
"feasibility"  has  been  defined  as 
identification  of  which  scenarios,  if  any, 
might  work  to  construct  a  tourist  rail  link, 
how  it  might  be  done,  what  it  might  entail, 
what  the  costs  might  be,  and  who  might  be 
involved  in  a  partnership  to  build  it.    This 
includes  the  costs  associated  with  building, 
operating,  and  maintaining  an  excursion 
tourist  railroad.    To  that  end,  this  study 
has  explored  the  various  ways  that  might 
be  used  to  accomplish  this. 

There  are  various  minor  scenarios  that 
were  explored  in  order  to  minimize  cost, 
but  the  primary  elements  necessary  for 
each  alternative  are  listed  below.  The 
only  substantial  difference  in  scenarios 
came  when  evaluations  were  made  on 
how  funding--the  idea  of  who  pays~and 
a  framework  for  partnership  were 
considered.    Four  management  scenarios- 
-a  no  action,  a  non-profit  foundation,  a 
state  initiative,  and  a  national  heritage 
corridor—are  evaluated  using  this  same  set 
of  costs  for  building,  operating,  and 
maintaining  the  railroad. 

The  image  presented  to  a  passenger  at 
any  one  of  the  stops  along  the  way 
would  be  that  this  train  is  on  a  journey 
back  in  time  to  1869  and  the  driving  of 
the  golden  spike.   From  Ogden  to 
Corinne,  the  emphasis  is  on  a  rail  link 
with  many  different  experiences  and 
views  to  times  past-Union  Station,  25th 
Street,  Ogden,  Willard,  Brigham  City, 
Corinne,  and  finally  on  to  Promontory 


and  the  Golden  Spike  NHS.   Daily 
reenactments  along  the  way  would 
support  the  historic  themes  and  relate 
each  site's  contribution  to  the  rich 
national  and  local  history  of  the  area. 


m 


Family  and  friends  would  experience  a 
unique  train  ride,  with  glimpses  of  times 
gone  by  through  interpretive  information 
provided  on  the  train.  Throughout  the 
ride,  storytelling  by  characters  wearing 
period  costumes,  special  events,  and 
stops  along  the  way  would  allow  visitors 
to  remove  themselves  from  modern 
times.   Fun  and  food  on  and  off  the  train 
route  would  be  provided,  and  rest  room 
facilities  for  visitor  comfort  would  be 
available  on  the  train.   The  culmination 
of  the  railroad  experience  would  involve 
the  participation  of  each  passenger  in 
the  celebration  of  the  GREAT  EVENT 
and  the  ceremony  at  the  Golden  Spike 
National  Historic  Site,  which 
commemorates  the  completion  of  the 
first  transcontinental  railroad. 
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The  Existing  Market 

s 

Tourism,  Access,  and  Transportation. 

Today,  tourism  is  the  nation's  second 
largest  industry,  and  as  such  is  an 
important  facet  of  Utah's  economy. 
Utah  has  more  National  Parks  than  any 
other  state  and  ranked  third  in  the 
United  States  for  National  Park 
visitation,  with  8,348,900  visitor  days  in 
1992.  The  ratio  of  visitors  to  residents 
in  the  Rocky  Mountain  Region  of  the 
National  Park  Service  ranks  first  at  3.18 
to  1.  (1992  Statistical  Report, 
Socioeconomic  Studies  Division,  National 
Park  Service.)   These  statistics  indicate 
that  National  Parks  have  become  a 
substantial  part  of  Utah's  economy. 

The  study  area  includes  parts  of  Box 
Elder  and  Weber  Counties,  and  is 
centrally  located  at  the  "Crossroads  of 
the  West,"  so  called  because  it  is  roughly 
equal  distance  from  the  major 
population  centers  of  the  west.   Many 
out-of-state  tourists  use  this  area  to 
access  the  state  and  other  regional 
resources.  All  major  west  coast  cities 
are  within  1.5  hours  of  flight  time.  In 
1987,  Salt  Lake  International  Airport 
daily  serviced  over  10  million  passengers 
on  256  domestic  and  international 
flights.  Ogden  City  is' conveniently 
located  within  35  minutes  of  Salt  Lake 
International  Airport  via  1-15,  and 
following  the  same  route,  Brigham  City 
is  about  50  minutes.  (Weber  County 
Profile,  1991) 


Qold*n   $plk»  | 

N.H.&  corlnn*      | 

Brigham 

L 


Promontory 
Summit 


Ogd*n 


Salt  Lake  City 


UTAH 


Bryce 

Cedar       Canyon        $ 

Breaks,,.    N.PM       „. 

N.M.  -  '       Glen 

Canyon 

N.R.A. 

"'Zion  N.P. 


Capitol 
Reef  NP. 


Arches 

N.P.&A 


Rainbow 
■fe  Bridge  N.M. 


Canyonlands 
'N.P.    | 
Natural 
Bridges 
N.M.    I 


Socioeconomic  Environment.     This  part 
of  Utah  has  many  desirable  attributes, 
which  are  increasingly  gaining  national 
attention.  The  population  is  considered 
to  be  one  of  the  healthiest  in  the  nation 
because  of  the  generally  clean 
environment,  quality  of  life,  and  a 
geography,  which  is  conducive  to 
recreation  and  physical  activity.   Utah's 
mortality  rate  is  the  third  lowest  in  the 
nation.  The  U.S.  Bureau  of  Census 
estimated  that  as  of  the  1990  census,  the 
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nation's  median  age  was  32.9  years.   The 
median  age  for  Weber  county  was  28.8 
years,  and  26.2  years  for  the  state  of 
Utah.  (Weber  County  Profile,  1991). 

Transportation  Systems  and  National 
Parks.   In  determining  the  feasibility  of 
transportation  systems  for  parks, 
planning  has  traditionally  involved 
forecasting  travel  demand  based  on  the 
location  of  facilities,  interest  areas,  and 
activities  in  parks,  and  the  propensity  for 
people  to  move  between  them. 
Transportation  is  considered  to  be  a 
derived  demand  in  most  cases.  This 
means  that  people  travel  to  be  able  to 
participate  in  an  activity  or  have  an 
experience  -  they  do  not  travel  for  the 
sake  of  travel  alone.   "In  many  cases  the 
demand  for  recreational  travel  is  derived 
from  a  desire  to  undertake  a  specific 
activity  (traveling  to  a  beach  in  order  to 
swim).   However,  many  recreational  trips 
or  portions  of  trips  are  made  partially  to 
experience  the  pleasure  of  travel  itself. 
The  sense  of  discovery  and  adventure 
are  very  important  elements  of  the 
experience  of  driving  through  an 
unfamiliar  National  Park  unit,  resulting 
in  visitors  taking  longer  and  more 
circuitous  routes  than  they  would  for  the 
simple  purpose  of  getting  from  one  place 
to  another."   (Draft  Visitor  Transportation 
System  Alternatives  for  National  Parks 
[DVTSAJ,  April  1993.) 

Another  very  important  distinction  from 
other  kinds  of  transportation  systems  is 
that  use  of  recreational  transportation 
systems  peaks  both  seasonally  and  on 
weekends.   "Recreational  travel  demand 
patterns  are  distinct  from  urban 


conditions  in  other  important  ways. 
Peak  use  typically  occurs  on  weekends, 
especially  at  parks  serving  regional 
recreation  demands.   Remote  parks  may 
not  have  weekend  visitation  peaks  to  the 
same  degree,  but  day-by-day  use  patterns 
are  still  of  interest.   Seasonal  use 
variations  affect  nearly  all  parks,  with 
many  parks  closing  some  or  all  facilities 
for  a  portion  of  the  year.  The  wide 
variations  in  visitation  and  visitor 
transportation  needs  make  efficient  use 
of  capital  facilities  and  equipment  more 
difficult.   At  the  same  time,  the  summer 
visitation  peaks  coincide  with  the 
traditional  availability  of  temporary  labor 
at  reasonable  rates,  making  labor- 
intensive  transportation  solutions  more 
attractive  than  they  otherwise  would  be." 
(DVTSA,  April  1993.) 

Excursion  Railroad  Tourism,  Market 
Assessment,  and  Excursion  Tourist 
Railroad  Industry.  The  excursion  tourist 
railroad  industry  at  216  sites  realized 
about  $42  million  in  gross  revenues  from 
about  four  million  visits  in  1992.  Seven 
areas  attract  more  than  200,000  people 
annually.  Comparison  with  past  annual 
ridership  indicates  a  growing  excursion 
rail  tourist  market.   In  1988,  the  tourist 
railroad/museum  industry  hosted  3.8 
million  visitors,  who  spent  $37  million  on 
entry  fees  or  tour  rides.   In  1993  that 
figure  rose  to  4.13  million  visitors 
spending  $42  million.   Of  nearly  1,500 
steam  locomotives  remaining  in  North 
America,  just  over  100  are  still  operable. 
Straight  line  projections  and  comparison 
of  these  numbers  with  those  of  1988 
indicate  that  ridership  in  the  excursion 
tourist  rail  industry  is  growing  at  a  rate 
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of  between  3  and  7  percent  annually, 
based  on  the  past  five  years  of 
information.  (Minnich,  CRL,  10/93.) 

For  most  successful  business  operations, 
it  is  very  important  that  provisions  be 
made  for  trips  of  less  than  one  full  day's 
duration.   Prices  range  from  $29  -  $49 
for  an  all-day  experience,  with  prices 
somewhat  less  for  shorter  trips.  There 
are  216  sites  within  the  United  States 
that  provide  similar  train  ride 
experiences,  varying  in  length  from  2,000 
feet  to  over  100  miles.  Time  required  for 
these  experiences  range  from  a  one-hour 
to  an  all  day  trip. 

The  resident  market  in  Utah  is  about  1.6 
million  people  .  .  :  tourists  within  range 
of  Golden  Spike  who  would  not  require 
overnight  lodging.   Average  expectations 
for  capture  rates  from  the  resident 
tourist  market  from  a  venture  of  this 
type  are  about  1  percent  of  the  total 
market  (about  1.6  million)  or  16,000 
visitors  with  a  somewhat  higher 
expectation  during  first  year. 

The  national  market  for  the  industry  had 
a  tourist  pool  of  14  million  in  1993. 
Expectations  for  an  operation  of  this 
type  would  be  about  2  percent 
penetration  of  the  national  market,  or 
280,000  people.   Combined  with  the 
resident  market  expectation,  this  yields 
roughly  296,000  expected  passengers 
from  the  operation  of  an  excursion 
tourist  railroad  between  Ogden  and 
Golden  Spike  National  Historic  Site. 
The  value  of  a  project  of  this  type  is  in 
the  focus  it  provides  for  regional 
tourism,  additional  overnight  stays  for 


Ogden  and  Brigham  City,  and  the 
additional  economic  spinoff  possibilities 
it  creates.  (Minnich,  CRL,  10/93.) 
Table  1  lists  existing  tourist  railroads 
along  with  their  fares,  a  short  description 
of  their  operations,  and  their  annual 
visitation  statistics. 


Street  Festival 
The  Chamber  ■  Ogden/Weber 
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Table  1  -  Existing  Excursion  Tourist  Railroads 
(Cross  Section  Sample) 


Rail  Line  Name 


Durango  &  Silverton 
Narrow  Gauge, 
Durango,  CO 

Cumbres  and  Toltec 
Scenic  Railroad, 
Chama,  NM 

Grand  Canyon 
Railway,  Williams,  AZ 

White  Pass  &  Yukon 
Route,  White  Pass,  AK 


Royal  Hudson, 
Vancouver,  BC, 
Canada 

Strassburg  Rail  Road 
Strassburg,  PA 


Description  of 
Operations 

Travel  to  remote 
wilderness  area 


Travel  to  through 
scenic  areas 


Travel  through  forest, 
high  desert,  and  canyon 
lands 

Travel  through 
spectacular  mountain 
scenery 

Views  of  island-dotted 
sea  and  costal 
mountains 

Tour  through  the 
Amish  countryside 


Ticket  Price 
Adult/Child 

$37.15/$18.65 


$29/$ll 


$47/$23 


$69/$34.50 


$28.50/$15 


$6/$4 


Nevada  Northern,  Ely, 

Museum  and  excursion. 

$12/$4 

NV 

Travel  through  desert 
landscape  and  canyons 
to  mining  district 

Nevada  State  Railroad 

Museum-related  ride 

$2.50/$l 

Museum,  NV 

Heber  Valley  Historic 

Travel  through  scenic 

$8/$5.50 

Railroad,  Heber  City, 

Utah  mountains 

UT 

Wyoming-Colorado 

Travel  through  the 

$32.95/$17.95 

Railroad,  Laramie,  WY 

scenic  Snow  Range 
Mountains 

($49.95/First  Class) 

Arizona  Central 

Excursions  along  the 

$29.95/$17.95 

Railroad,  Clarksdale, 
AZ 

Verde  River  Canyon 

($46.95  First  Class) 

Virginia  &  Truckee 

Through  historic 

$3.50/$1.75 

Railroad,  Virginia  City, 

mining  district 

NV 

nber  of  Riders 

Round-Trip 

Annually 

Miles/Time  Round- 

Trip 

200,000  + 

90  miles 

9  hours 

50,000  + 

64  miles  (return  by 

bus)  6-7  hours 

96,000  + 

64  miles 

3-5  hours 

100,000  + 

41  miles 

3  hours 

40,000  + 

80  miles 

6  hours 

400,000  + 

4  miles 

50  minutes 

10,000  + 

14  miles 

1.5  hours 

15,000  + 

Short  distance 

less  than  30  minutes 

First  Year 

17  miles 

2  hours 

20,000  + 

108  miles 

7  hours 

5,500  + 

40  miles 

4  hours 

75,000  + 

3.5  miles 

30  minutes 
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Existing     Conditi  on  s 
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Existing  Railroad  Infrastructure  and 
Operations 

The  existing  conditions  of  the  corridor's 
railroad  infrastructure  and  operations 
can  be  described  using  three  general 
areas:   Ogden  to  Corinne,  Corinne  to 
the  Golden  Spike  National  Historic  Site 
boundary,  and  inside  Golden  Spike 
National  Historic  Site. 

Ogden  to  Corinne.  The  Union  Pacific 
Railroad  Company  (UP)  owns  about 
30  miles  of  track  from  Ogden  through 
Brigham  City  to  Corinne.   UP  operates 
a  main  line  freight  service  between 
Ogden  and  Brigham  City.   Freight 
service  operated  along  this  trackage 
includes  operations  for  up  to  62  trains 
per  day.  The  company  also  operates 
short  haul  freight  service  through 
Corinne  to  Brigham  City.   Union 
Pacific's  existing  policy  is  that 
"excursions,  other  than  our  own,  cannot 
be  permitted  on  Union  Pacific 
trackage."  (Farr,  UP,  10/93.) 

Amtrak  has  a  contractual  relationship 
with  UP  to  operate  long-distance 
passenger  service  on  UP  tracks  through 
Ogden  and  Brigham  City. 

Corinne  to  Golden  Spike  NHS.  A  19- 
mile  strip  of  land,  representing  the  old 
Central  Pacific  right-of-way  links  the 
park  boundary  with  the  existing 
railroad  track  at  Corinne.  This  strip  of 
land  is  400  feet  wide  in  most  places. 
There  is  no  operating  railroad  or 
railroad  track  in  this  part  of  the 
corridor.   The  track  was  removed  in 
1942  as  part  of  a  WWII  material 


salvage  effort.   The  United  States  owns 
and  the  Bureau  of  Land  Management 
(BLM)  manages,  a  13-mile  segment  of 
the  19-mile  strip  of  land.   Southern 
Pacific  Railroad  (SP)  owns  the  other  6 
miles.   It  has  been  indicated  to  the 
U.S.  government  that  the  remaining  6 
miles  could  be  obtained  by  donation  or 
exchange.   An  earth  prism  that 
represents  the  old  railroad  bed,  runs 
down  the  center  of  the  400-foot-wide 
land  strip  and  remains  intact,  for  the 
most  part.   The  prism  varies  in 
elevation  from  a  few  feet  to  10  feet 
above  the  ground  elevation  and  is  17 
to  24  feet  wide  at  its  top. 

Lying  just  beneath  the  surface  of  the 
old  railroad  bed  are  approximately  11.3 
miles  of  two  8-inch  oil  pipelines 
carrying  volatile  fuel  products  for  the 
Chevron  Oil  Pipeline  Company. 
Chevron  has  a  right-of-way  for  pipeline 
use  within  this  railroad  bed. 

Inside  Golden  Spike  NHS.  An  8-mile 
strip  of  land  links  the  visitor  center  and 
the  Golden  Spike  site  to  the  park's 
eastern  boundary,  where  the  track  from 
Corinne  would  connect.  One  mile  of 
track  exists  near  the  visitor  center  to 
support  the  park's  periodic  Great 
Event  reenactments.   The  park's 
boundary  is  linearly  shaped,  following 
the  old  Central  Pacific  right-of-way. 
This  grade  is  in  reasonably  good  shape 
with  most  of  it  being  used  for  an  auto 
tour.   Approximately  7.3  miles  of  track 
would  be  needed  to  connect  the  track 
near  the  visitor  center,  to  that  entering 
the  park's  east  boundary. 
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Boundary    Map 

Golden  Spike  National  Historic  Site 


Thiokol  Corp 


Excursion  Tourist  Passenger  Service 
Operations 

Operation  of  the  excursion  tourist 
railroad  would  be  on  a  year-round  basis 
and  could  include  special  operations  or 
charters.  There  would  be  daily  service 
May  through  September  and  two  weeks 
in  October  (summer  vacation  and  fall 
color  seasons)  and  weekend  service  in 
April  and  the  remainder  of  October. 
The  initial  operation  would  be  adjusted 
to  meet  tourism  market  demands.   In 
addition,  trains  might  be  operated  during 


the  long  Thanksgiving  holiday  and  on  . 
the  two  weekends  prior  to  Christmas. 
Final  schedules  would  be  determined 
and  adjusted  each  year  based  on  market 
demands.  (Minnich,  CRL,  10/93.) 

The  area  of  operations  can  be  broken 
down  into  two  segments:   Ogden  to 
Corinne  and  Corinne  to  the  Golden 
Spike  National  Historic  Site.   Two 
distinctly  different  types  of  trains  would 
operate  within  these  segments~a  modern 
passenger  train  from  Ogden  to  Corinne 
and  a  historic  steam  locomotive  from 
Corinne  to  Golden  Spike  NHS.  The 
railroad  would  be  operated  as  an 
excursion  passenger  short  line,  based  on 
passenger  traffic  potentials.   Three  main 
passenger  service  sites  would  connect  all 
excursion  train  operations-Ogden, 
Brigham  City,  and  Corinne. 

The  longest  round-trip  (106  miles)  would 
be  operated  from  Ogden  to  Golden 
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Spike  NHS  and  would  require 
approximately  5  to  6  hours,  with  a  major 
transfer  point  at  Corinne.   This  would 
include  a  trip  through  Brigham  City  to 
Corinne  (30  minutes  with  a  stop  at 
Brigham  City),  a  30-minute  layover  in 
Corinne,  a  1-hour  and  30  minute  ride  to 
the  Golden  Spike,  and  a  1-hour 
celebration  of  the  event  and  park 
experience.  Train  speed  on  Class  IV 
track  from  Ogden  to  Corinne  would  be 
up  to  65  miles  per  hour.   Train  speed  on 
Class  II  track  (Corinne  to  Brigham  City) 
would  be  up  to  29  miles  per  hour.   High- 
frequency  trains  would  provide  for  the 
option  of  staying  longer  in  any  one  of 
the  areas-sight-seeing  in  Corinne,  going 
to  the  Golden  Spike,  going  to  Ogden  or 
Brigham  City.   Steam  operations  would 
be  confined  to  that  part  of  the  corridor 
west  of  Corinne. 

Ogden  to  Corinne.    It  should  be  noted 
that  main  line  railroads  do  not  normally 
approve  steam  or  diesel  excursions,  other 
than  their  own,  over  high-density  main 
lines,  such  as  the  routes  from  Ogden  to 
Brigham  City.   Service  in  this  area  could 
be  operated  by  the  following  entities: 
Union  Pacific  Railroad,  AMTRAK,  a 
regional  transportation  district,  or  a 
qualified  private  sector  operator.   All 
operations  most  likely  would  be 
accomplished  using  a  modern  passenger 
train  with  operating  speeds  on  Class  IV 
track  up  to  65  miles  per  hour.   Track 
from  Brigham  City  to  Corinne  is 
considered  Class  II  track  and  is  used 
primarily  for  short-haul  operations.   If 
this  were  acquired  by  the  management 
entity  (see  "Management  Alternatives" 
section),  the  major  junction  point 


for  passenger  transfer  could  occur  at  the 
Brigham  City  depot.   This,  however,  is' 
beyond  the  scope  of  this  study  because  it 
would  require  a  proprietary  and 
confidential  evaluation  of  the  value  of 
the  existing  railroad.   For  purposes  of 
determination  of  feasibility,  diesel 
passenger  service  is  evaluated  based  on 
operations  that  extend  from  Ogden  to 
Corinne. 

The  train  used  for  this  part  of  the 
corridor  would  be  powered  by  a  modern 
diesel  locomotive  and  have  modern,  air- 
conditioned  cars  and  minimal  food 
service,  encouraging  food  services  off  the 
train.  Approximately  four  round-trips 
could  be  operated  in  one  day, 
corresponding  with  steam  train 
scheduling  at  Corinne.   Souvenirs  would 
be  sold  on  the  train  and  could  account 
for  as  much  as  40  percent  of  the  revenue 
generated.  Amusement  and  stories 
predicting  upcoming  opportunities  to 
learn  details  of  train-related  heritage  and 
resources  would  mark  the  passenger 
experience  during  this  part  of  the  ride. 
(Minnich,  CRL,  10/93.) 

Corinne  to  the  Golden  Spike  NHS 
Boundary.  Trips  from  Corinne  would  be 
provided  every  two  hours  during  peak 
times  of  the  year.   This  schedule  would 
allow  for  up  to  five  trips  .  .  .  one  more 
than  provided  by  the  diesel  operations 
mentioned  above.   There  would  be  a 
reenactment  of  the  Great  Event  with  the 
arrival  of  each  train  at  Golden  Spike. 
This  would  require  the  operation  of  two 
steam  trains  on  the  track  between 
Corinne  and  Golden  Spike.   Small 
sidings  (short  railroad  tracks  connected 
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to  the  main  line)  would  be  built  at 
strategic  locations  to  allow  for 
simultaneous  operations.   Model 
schedules  are  not  included  in  this  study, 
but  should  be  part  of  a  business  plan, 
once  a  decision  to  proceed  has  been 
made.  Adequate  insurance  coverage 
would  also  be  required  by  the  railroad 
operator  to  meet  the  limits  required  by 
most  common  rail  carriers  and 
requirements  of  the  Federal  Railroad 
Administration. 

The  steam  locomotive-powered  trains 
used  in  this  part  of  the  corridor  would 
have  open-windowed,  but  not  open-air 
cars.  Trains  would  be  equipped  to 
provide  both  food  service  and  rest  room 
facilities  adequate  for  passenger  needs. 
Throughout  the  ride,  story-telling 
interpreters  wearing  period  costumes,    . 
experiencing  historic  events,  and  stops 
along  the  way  would  allow  visitors  to 
escape  from  modern  times.  The  focus  of 
the  passenger  experience  here  would  be 
on  the  historic  steam  train  ride,  which 
would  culminate  with  celebration  of  the 
reenactment  of  the  Great  Event.   Fun, 
food,  open  air,  stories,  reenactments  and 
an  experience  of  the  way  it  was, 
complemented  by  views  of  the  Great 
Salt  Lake  and  wildlife  sightings  would 
mark  this  portion  of  the  journey. 

Inside  Golden  Spike  NHS. 

Appreciation  of  the  efforts  of  our 
forefathers  in  the  construction  of  the 
transcontinental  railroad,  stories 
describing  the  importance  of  rail 
transportation,  hands-on  experiences, 
and  celebration  of  the  Great  Event 
would  be  the  interpretive  thrusts  within 


the  historic  site.  The  National  Park 
Service  is  responsible  for  interpretive 
programs  inside  the  historic  site  and 
interpretation  on  the  train  would  be 
coordinated  through  a  memorandum  of 
understanding  with  the  organization 
responsible  for  train  operations. 
Interpretive  programs  would  be  done 
tastefully,  effectively,  and  without 
surrendering  the  ability  of  the  NPS  to 
care  for  Golden  Spike  NHS  as  a  unit  in 
the  park  system  according  to  law,  policy, 
and  a  decent  respect  for  time-tested 
principles.   An  historic  NPS  engine  may 
occasionally  be  used  for  demonstration 
purposes  and  would  meet  the  train  at 
Blue  Creek,  informing  the  visitors  that 
they  were  now  at  the  historic  site  in 
1869.    The  use  of  the  engine  would 
meet  all  applicable  Federal  Railroad 
Administration  requirements. 

NPS  interpreters  and  the  train's  staff, 
wearing  historic  period  dress,  would 
provide  visitors  with  a  sense  of 
celebration  of  the  Great  Event.   Food, 
rest  rooms,  and  waste-disposal  provisions 
on  the  train  would  accommodate 
increased  visitation.   No  train  stops  for 
passengers  to  disembark,  would  occur  in- 
park,  except  at  the  final  destination  of 
the  visitor  center. 

Most  importantly,  visitors  arriving  by 
train  would  experience  the  celebration  of 
the  Great  Event.   The  focus  of  the  trip 
and  its  high  point  would  be  realized  at 
the  historic  site.   Visitors  would  see  the 
Great  Event  of  1869  through  a  living 
history  program.   Reconstruction  of  any 
structures  would  be  in  compliance  with 
NPS  policies,  which  may  preclude 
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reconstruction  of  buildings.   This  issue 
would  be  further  explored  in  a  general 
management  planning  process  for  the 
park.    Some  supporting  development 
corresponding  to  documentation  of  the 
old  Promontory  town  site  might  be  used 
to  hide  the  modern  visitor  center  and 
parking,  which  currently  intrude  on  the 
historic  scene.   These  improvements  may 
include  structures  and  platforms,  which 
would  provide  additional  space  for 
visitors  coming  to  the  park  by  train.  The 
current  experience  would  also  be 
maintained  or  enhanced  for  persons 
accessing  the  visitor  center  by  auto. 


Other  Considerations.     During  the 
course  of  the  study,  it  was  suggested  that 
steam  operations  might  connect  in 
Brigham  City.   This  could  be 
accomplished  through  the  purchase  of 
the  short  line  freight  operations  and 
associated  railroad  infrastructure  starting 
at  Brigham  City  and  extending  through 
Corinne.   This  is  considered  beyond  the 
scope  of  this  study  because  it  would 
require  a  full  economic  evaluation  of  a 
proprietary  business.   It  could  also 
represent  increased  cost  to  the  project. 
Were  this  short  line  railroad  to  be 
acquired,  however,  steam  operation 
could  extend  to  Brigham  City,  making 
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Brigham  City  the  logical  hub  and 
transfer  point  (from  diesel  to  steam)  for 
excursion  tourist  railroad  passengers. 

Supporting  Development  and 
Infrastructure  Needs  Within  the 
Corridor 

Trackage  Needs.   Much  of  the 
supporting  development  already  exists 
within  the  corridor.   However,  trackage 
in  the  area  of  Corinne  to  the  Golden 
Spike  is  missing  as  referenced  in  the 
previous  section.   Approximately  26.3 
miles  of  track  would  need  to  be  relaid; 
19  miles  from  Corinne  to  the  Golden 
Spike  National  Historic  Site  boundary 
and  7.3  miles  within  the  historic  site 
itself.  Additional  work  is  also  needed  on 
11.3  miles  to  ensure  the  safety  of 
railroad  operations  near  the  existing 
Chevron  pipelines.   In  talking  with 
Chevron  officials,  it  appears  the  best  way 
to  handle  this  and  minimize  the  effects 
on  the  wetland  environment  would  be  to 
move  and  bury  the  existing  pipelines  5 
feet  below  ground.  The  pipelines  would 
be  moved  a  sufficiently  safe  distance 
from  the  nearest  track,  meeting  all 
regulatory  standards  and  minimizing  an 
increase  to  the  earth  prism  width. 
Preliminary  estimates  indicate  that  this 
action  could  affect  6  acres  of  wetlands. 

Outside  Golden  Spike  NHS.  In  general, 
supporting  developments  in  all  areas 
would  include  people  comforts-food 
service  and  rest  rooms.  The  guiding 
thought  for  supporting  developments 
from  Ogden  to  Corinne  would  be  to 
maintain  a  sense  of  history.  Primary 
emphasis  from  Corinne  to  the  Golden 


Spike  site  would  be  on  the  scenery,  open 
air,  and  the  way  it  was  when  rail 
travelers  first  crossed  the  open  plains  of 
the  United  States. 

Corinne  would  become  a  major  staging 
and  transition  area  for  rail  passengers. 
Additional  facility  requirements  at 
Corinne  would  include  a  maintenance 
base,  a  transfer  depot  and  parking  area. 
At  Corinne  other  areas  of  associated 
history  could  be  explained.   If  the  short 
line  railroad  from  Corinne  to  Brigham 
City  were  eventually  acquired,  the  switch 
from  the  diesel  to  the  steam  train  could 
take  place  at  Brigham  City. 

Some  additions  to  the  railroad  museum 
in  Ogden  and  Brigham  City  would  be 
required  for  passenger  comforts  and 
depot  logistics.  At  Ogden,  additional 
loading  space  would  be  required.   Better 
traffic  flow  and  an  improved  25th  Street 
could  substantially  add  to  the 
attractiveness  of  the  Ogden  hub.   At 
Brigham  City,  the  link  between  the 
depot  and  the  downtown  area  would 
need  to  be  improved  for  better 
pedestrian  flow  and  to  encourage  tourists 
to  spend  time  seeing  the  sights  there. 
The  parking  area  at  the  depot  would 
need  to  be  made  more  attractive  and 
improved  to  accommodate  visitors 
exiting  1-15  and  boarding  the  train  at 
Brigham  City. 

Inside  Golden  Spike  NHS.  At  the 

Golden  Spike  National  Historic  Site, 
the  ambiance  and  scene  surrounding  the 
park  would  be  maintained.  To  maintain 
the  historic  scene  and  discourage 
development  incompatible  with  park 
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uses,  no  train  stops  for  passengers  to 
disembark  would  be  allowed,  except  at 
the  visitor  center.   In  cooperation  with 
Box  Elder  County,  zoning  that 
discourages  incompatible  development 
also  would  be  sought. 

Improvements  may  include  structures 
and  platforms  that  would  accommodate 
visitors  arriving  by  train  for  the  Great 
Event  celebration.  Other  supporting 
development  may  be  used  to  hide  the 
intrusion  of  the  modern  visitor  center 
and  would  be  coordinated  with  the  old 
Promontory  town  site.   Existing 
information  about  the  site  is  sufficient 
for  plans  to  be  made  with  minimal 
conjecture  about  the  way  things  were. 

Additional  rest  rooms  would  be  provided 
on  the  train  and  a  small  increase  in  rest 
room  capacity  would  be  provided  at  the 
visitor  center.   Two  additional  water 
tanks  (one  at  Promontory  and  one  at 
Blue  Creek)  would  be  required  to 
service  steam  locomotives.  Additional 
solid  waste  facilities  would  be  provided 
on  the  train.   Some  additional  supporting 
interpretation  for  train  participants 
riding  from  Blue  Creek  to  Promontory 
may  be  included  at  the  park.   Replicas 
of  trestles  over  Blue  Creek  and  two 
other  drainage  crossings  in  the  park 
would  be  required.   All  at-grade 
crossings  would  be  designed  to  provide 
safe  crossing  and  to  maintain  a  sense  of 
historic  1869.   Limited  numbers  of 
automobiles  and  wide  open  views  in  the 
area  would  ensure  ample  sight  distance 
for  safe  operation.   A  siding  and  engine 
shop  would  need  to  be  built  to  house  an 
additional  historic  engine. 


Rolling  Stock  and  Capacity 

Initial  service  to  the  route  would  be 
provided  by  diesel  from  Ogden  to 
Corinne,  with  steam  service,  on  a  limited 
basis,   from  Corinne  to  Golden  Spike 
National  Historic  Site. 

Ogden  to  Corinne.  Diesel  passenger 
service  would  be  provided  from  Ogden 
to  Corinne.   Two  diesels  and  ten  eighty- 
passenger  coaches  would  be  required, 
with  additional  storage  track  at  Ogden. 
Up  to  four  round-trips  per  day  running 
at  74  percent  of  theoretical  capacity  (the 
average  of  a  well-merchandised 
excursion  railroad-Minnich  10/93), 
would  yield  a  peak-period  passenger 
capacity  of  between  2,300  and  2,400,  or  a 
capacity  of  approximately  240,000 
passengers  for  a  100-day  summer  season. 
Passengers  would  ride  in  modern,  air- 
conditioned  cars.   Equipment  would  be 
owned  by  the  enterprise  but  operations 
would  be  dependent  on  Union  Pacific  or 
AMTRAK. 

Corinne  to  the  Golden  Spike  NHS. 

Service  from  Corinne  to  Golden  Spike 
National  Historic  Site  would  be  provided 
by  a  steam  train.   To  support  the  steam 
train  service,  three  steam  locomotives 
with  ten  eighty-passenger  coaches  would 
be  required.   Storage  and  maintenance 
would  be  accommodated  at  Corinne  with 
the  addition  of  a  maintenance  facility 
and  support  equipment.  A  full  line  of 
maintenance  equipment  would  support 
maintenance  of  all  track  between 
Corinne  and  Golden  Spike  NHS. 
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Up  to  five  full  trips  per  day  running  at 
74  percent  of  theoretical  capacity  would 
yield  a  passenger  capacity  during  peak 
periods  of  between  2,900  and  3,000  and 
a  capacity  of  approximately  300,000 
passengers  for  this  portion  of  the 
railroad  for  a  100-day  summer  season. 
Passenger  cars  could  be  of  either  the 
open-window  variety  manufactured  in 
the  1920s  and  1930s  (still  available  in 
limited  quantities)  or  heavyweight  cars 
built  before  1945.   Equipment  would  be 
owned  by  the  management  enterprise. 

Inside  Golden  Spike  NHS.  One 

additional  engine  replica  (1869  vintage) 
would  be  required  for  the  purpose  of 
supporting  the  substantial  increase  in 
daily  reenactments.   In  addition,  an 
engine,  may  occasionally  be  used  to  meet 
the  excursion  tourist  train  at  Blue  Creek, 
indicating  to  train  passengers  that  they 
had  arrived  at  the  Golden  Spike 
National  Historic  Site  in  1869. 
Additional  passenger  cars  (1869  vintage) 
could  also  be  used  to  support  the  five 
daily  reenactments.   Both  the  engine  and 
cars  would  be  used  for  demonstration 
purposes  only  and  would  meet  all 
Federal  Railroad  Administration 
requirements. 

Costs 


Development.  Development  costs  are 
shown  for  three  areas-from  Ogden  to 
Corinne,  from  Corinne  to  Golden  Spike 
NHS,  and  inside  the  park.   The  total 
estimate  for  initial  development  is  just 
under  $16  million.   Also  $5  million  for 
improvements  to  the  Ogden  Union 
Station  Museum  (railroad  equipment 
display  and  other  improvements)  were 
identified,  but  viewed  as  outside  the 
scope  of  this  project,  and  are  not  a  part 
of  the  estimate. 

From  Ogden  to  Corinne 

•  Storage  track  Ogden      $       50,000 
Subtotal  $       50,000 

From  Corinne  to  Golden  Spike  NHS 

•  Track  and  structures*     $   9,200,000 

•  Site  Work  $      100,000 

•  Pipeline/move-bury**     $      900,000 

•  Maintenance  facility       $      500,000 
Subtotal  $  10,700,000 


Inside  Golden  Spike  NHS*** 

Track/rail  facilities  $  3,900,000 

Site  Work  $  50,000 

Maintenance  facility  $  500,000 

Water  Tanks  $  200,000 

Rest  room  Mod.  $  100,000 

Subtotal  $  4,750,000 

Planning  Costs*  *  *  *  $  350,000 

Total  $  15,850,000 


Development  costs,  including  estimates 
for  the  initial  railroad  infrastructure 
necessary  to  support  operations  are 
shown  in  the  table  below.   Also  shown 
are  estimated  costs  of  rolling  stock 
necessary  for  train  operations  from 
Ogden  to  Corinne  and  from  Corinne  to 
Golden  Spike  National  Historic  Site. 


•Costs  for  relaying  the  rail  are  based  on  installing  90  lb.  relay 
rail,  ties,  and  an  8-10'  ballast  on  a  prepared  subgrade. 
Estimates  for  this  type  of  work  ranged  from  $50-$65  per  line 
foot  of  track  installed.  High  estimate  of  $65/lf  was  used. 

**  1)  This  assumes  that  the  two  existing  pipelines  could  be 
moved  to  one  side  of  the  existing  rail  prism  and  buried  to  a 
depth  of  5'  without  disrupting  Chevron  product  flow;  and  the 
railroad  prism  could  be  expanded  to  accommodate  rail 
operations  safely.  Both  pipelines  would  be  buried  to  a  depth 
of  5  feet  and  meet  industry  standards.  If  new  pipe  were 
required  when  the  pipeline  was  moved  and  buried,  an 
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estimated  additional  $2,000,000  would  be  added  to  this  part  of 
the  estimate. 

2)  Additional  costs  also  could  be  incurred  if  special 
designs  were  required  to  ensure  the  safety  of  pipeline 
operations.  If  this  could  not  be  accomplished  and  the 
construction  of  a  parallel  prism  within  the  existing  400'  strip 
of  land  were  required,  an  additional  $2,000,000  would  be 
added  to  this  part  of  the  estimate. 

•••Preliminary  costs  are  given  for  work  in  the  National 
Historic  Site  in  the  interest  of  projecting  total  costs  for  the 
project.   These  costs  would  need  to  be  reaffirmed  at  the  time 
of  project  design.  At  this  time  it  has  not  been  determined 
who  would  be  responsible  for  these  costs. 

**••  Additional  planning  costs  include  $100,000  for  a  plan 
amendment,  interpretive  prospectus,  and  environmental 
document  for  the  Golden  Spike  National  Historic  Site. 
$250,000  would  be  included  for  a  project  plan  and 
environmental  document  for  the  project  on  BLM  lands. 

Rolling  Stock.   Rolling  stock  needs  are 
related  to  initial  service  of  the  two  rail 
operations  previously  described-diesel 
excursion  passenger  service  from  Ogden 
to  Corinne  and  steam  excursion 
passenger  service  from  Corinne  to 
Golden  Spike  National  Historic  Site. 
Total  cost  for  rolling  stock  and 
equipment  is  $13,500,000  and  is  broken 
down  as  follows: 


From  Ogden  to  Corinne 

•  2  diesels 

•  10  coaches 
Subtotal 


$  1,100,000 
$  4,000,000 
$    5,100,000 


From  Corinne  to  Golden  Spike  NHS 

•  3  steam  locomotives       $    2,800,000 

•  10  coaches  $  4,000,000 
Support  equipment  $  100,000 
Subtotal                                 $     6,900,000 

Within  Golden  Spike  NHS 

•  1  steam  locomotive  $  1,500,000 
Subtotal  $     1,500,000 

Total  $  13,500,000 

Operations  and  Staff  Costs 

Operations  and  staff  costs  include  those 
associated  with  both  excursion  tourist 
railroad  operations  and  additional 
federal  staff  needed  to  support  the  Great 
Event  reenactments  at  Golden  Spike 
NHS. 


"^ fc-*-- "  b*  b»A    _     .     \*rrd. 
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Excursion  Tourist  Railroad  Staff. 

Staffing  requirements  for  the  railroad 
would  include  a  general  manager, 
general  passenger  agent/assistant 
general  manager,  eight  engineers,  eight 
conductors,  eight  train  crew  members, 
eight  ticket  agents,  six  gift  shop  clerks,  a 
six-character  cast  (for  reenactments),  a 
two-person  track  and  mechanical  crew, 
four  fire  fighters,  and  a  part-time  staff. 
This  would  be  in  addition  to  support 
depot  staff  in  Corinne,  Brigham  City, 
and  Ogden,  whose  salaries  would  be 
paid  by  other  sources.   A  total  of  fifty- 
two  private-sector  and  part-time 
positions  would  be  directly  associated 
with  the  railroad  operations.  At  Golden 
Spike  NHS,  six  additional  full-time- 
equivalent  employees  (FTEs)  would  be 
required.  The  following  is  an  estimate 
of  staff  costs  for  the  excursion  tourist  rail 
service. 


x 


Tunneling  Through  the  Wasatch  Mountains 

NPS 


Railroad  Operation 


General  Manager 

$   65,000 

General  Passenger  Agent 

$   40,000 

8  Engineers 

$  160,000 

8  Conductors 

$  160,000 

8  Train  crew  members 

$   90,000 

8  Ticket  Agents 

$   90,000 

6  Gift  Shop  Clerks 

$   50,000 

6-character  Cast 

$   90,000 

4  Fire  fighters* 

$   60,000 

2  Mechanic  Crew 

$  50,000 

Part-time  Staff 

$  100,000 

Golden  Spike  NHS* 

Training  and  Equipment  Staff 
Shop  Mechanics  (2)  $   50,000 

Fire  fighter  (.5)  $    12,500 

Engineer  (.5)  $    12,500 

Ranger/Interpretive  Services 
Ranger  (1.5)  $   37,500 

Interpreters  (1.5)  $   37,500 

Operations/Maintenance     $  102,000 


Total 


$  252,000 


Total  Suggested  Payroll       $  955,000 


*  Cost  for  salary  shown  is  based  on  the  FTE  cost 
for  a  GS-5  plus  the  costs  to  the  government  for 
FERS  and  other  employee  benefits.  Additional 
operations  and  maintenance  costs  are  based  on 
projections  of  costs  required  to  sponsor  the  Great 
Event  celebration. 
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Ridership  and  Revenue  Projections 

This  section  discusses  the  economic 
viability  of  the  excursion  tourist  railroad 
business.   Total  annual  revenues  from 
excursion  rail  operations  could  be  as 
much  as  $10  to  $11  million  during  the 
first  year  of  operation,  based  on  a  best- 
case  scenario.  The  following  are 
estimates  and  projections  from  data 
obtained  from  similar  tourist  railroad 
operations. 

Best-case  Scenario.   If  tickets  were 
priced  at  $13.95  for  the  trips  from 
Ogden  to  Corinne  and  at  $13.95  from 
Corinne  to  Golden  Spike  NHS,  revenues 
from  ticket  sales  would  approach  $6 
million  annually  during  the  first  years  of 
operations.   Combination  price  would  be 
set  at  $24.95.  (This  assumes  that  all 


Union  Pacific  Ticket  Office 
NPS 


296,000  visitors  would  take  both  trips). 
Up  to  $3.8  million  in  revenue  could  be 
expected  from  the  souvenir,  food  service, 
and  gift  shop  sales.  In  addition,  growth 
rates  in  the  industry  of  3  to  7  percent  a 
year  allow  for  an  initial  annual  growth  of 
$310,000  to  $730,000. 

Average-case  Scenario.  Ticket  prices 
would  be  approximately  the  same.  Fifty 
percent  of  the  visitors  would  take  the 
full  trip  to  Golden  Spike  NHS.   In  this 
case  ticket  sales  would  approach  $4 
million  annually  during  the  first  years  of 
operations.  Another  $2.4  to  $3.8  million 
in  revenues  could  be  expected  from 
souvenir,  food  service,  and  gift  shop 
sales.   In  addition,  growth  rates  in  the 
industry  of  3  to  7  percent  a  year  allow 
for  initial  annual  growth  of  $260,000  to 
$610,000. 

Worst-case  Scenario.  In  a  situation 
where  income  projections  contained  in 
this  study  are  not  met  and/or  the  costs 
of  ownership  are  higher  than  projected, 
the  rail  line  could  become  unattractive 
to  private  sector  operators.   In  this  case 
and  depending  on  the  management 
alternative  selected  from  this  study,  the 
organizational  entity  may  be  required  to 
subsidize  operations. 

Model  Income  and  Expense  Example  for 
Railroad  Operations.   Following  is  an 
estimate  of  the  business  operations  of 
the  railroad  based  on  an  average-case 
scenario: 
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Income 

Ticket  Revenue  $  4,939,000 

Gift  Shop  Sales*  $  1,800,000 

Food  and  Beverage  Sales*  $  1,800,000 

Movie  Receipts  $200,000 


Total  Income 


Expense 


$  8,739,000 


Personnel  $    955,000 

Park  Entrance  Fee  ($2)  $    296,000 

Debt  Service  -  $  1,796,000 
Development  (7.5%  bonds/ 15  years) 

Debt  Service  -  $  1,577,000 

Equipment  (8%  bonds/ 15  years) 

Depreciation  Allowance  ($   900,000) 

Track  Maintenance  $    213,000 

Insurance  $    692,000 

Promotion/Tickets  $     494,000 

Office  expense  $      15,000 

Fuel  and  Oil  $     150,000 

Equipment  Maintenance  $    300,000 

Utilities  $      15,000 

Legal  and  Accounting  $     30,000 

Taxes  and  Miscellaneous  $     20,000 

Gift  Shop  Stock  $    720,000 

Food  Service  Materials  $    540,000 

Contingency  $     494,000 

Cooperator  Share**  $  1,082,000 
(Estimated-UP/AMTRAK) 

Total  Expense  $8,489,000 

Net  difference  of  $250,000  for  reinvestment 

*Sales  based  on  a  projected  expenditure  of  $6  per 

person 

**Expenses  for  main  line  carrier's  profit  is 

estimated.   This  assumes  operations  from  Ogden 

to  Corinne  would  be  controlled  by  either  UP  or 

AMTRAK  with  railroad  operator's  equipment, 


since  current  UP  policy  is  not  to  allow  excursion 
passenger  service  "other  than  their  own." 

Economic  Impacts 

An  excursion  tourist  rail  link  could 
substantially  impact  the  tourist-related 
economy  and  provide  a  focus  for 
heritage  tourism  in  the  area,  not  just 
from  the  link,  itself,  but  from  the  spin- 
offs it  might  create.   Expanded  visitor 
services  could  result  in  increases  in  the 
visitors'  lengths-of-stay  from  one  to  two 
or  three  days.  To  maintain  a 
conservative  approach,  an  average  12- 
hour  length-of-stay  was  used  in  the  NPS 
Money  Generation  Model  (Money 
Generation  Model,  Socioeconomic  Study 
Division,  Office  of  Social  Science, 
National  Park  Service,  Denver,  CO)  for 
determining  the  effect  this  project  could 
have  on  the  local  economy.   A  projection 
that  95  percent  of  the  visitors  to  this 
market  would  be  coming  from  the 
excursion  tourist  market  outside  the 
local  area  was  also  used  based  upon 
input  from  consultants.  An  increase  of 
236,000  visitors  to  the  existing  annual 
park  visitation  of  60,000  can  be  expected 
as  a  result  of  the  project  (Minnich,  CRL, 
10/93). 

Annual  long-term  effects  on  the  local 
economy  from  this  project  could  be 
considerable.  Total  sales  revenues  from 
tourism  generated  by  the  project  could 
result  in  direct  sales  of  about  $15 
million.  An  estimated  annual  increase 
to  the  park  budget  of  $252,000  could 
result  in  total  sales,  considering  indirect 
and  induced  multipliers,  of  about 
$504,000.   Expected  revenues  of  $8.7 
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million  from  railroad  operations 
substantially  affected  model  projections. 
Total  combined  sales  from  this  venture 
should  exceed  $48  million  and  probably 
would  net  over  $3.8  million  in  tax 
revenue  to  local  and  state  governments. 
This  is  based  on  a  sales  tax  rate  of  6.25 
percent  and  a  5  percent  corporate 
income  tax  rate.   The  project  could 
positively  impact  the  local  economy  if 
growth  projections  maintain  their  3  to  7 
percent  increase  over  the  next  couple  of 
years.    _ 

Annual  short-term  effects  from  initial 
capital  used  for  construction  could 
provide  an  added  positive  impact.   This 
effect,  however,  is  not  limited  to  the 
local  area.   Implementation  of 
development  could  result  in  an  annual 
short-term  gain  of  over  $33  million  in 
total  sales  and  $2.7  million  in  tax 
revenue  (providing  all  transactions  were 
made  in  the  state  of  Utah),  and  provide 
993  jobs  in  this  and  other  areas  for  the 
duration  of  the  project. 


Colorado  Railroad  Museum 
Union  Pacific  Railroad 


Great  Blue  Heron 
NPS 


Further  Environmental  Analysis 

The  purpose  of  this  section  is  to 
highlight  any  foreseeable  site-specific 
environmental  issues  that  will  require 
further  environmental  documentation. 
Before  any  action  can  be  taken  on  a 
project  of  this  nature,  all  necessary 
environmental  compliance  work, 
including  considerations  for  the 
Endangered  Species  Act  of  1973, 
Executive  Order  11988~Floodplain 
Management,  Executive  Order  11990-- 
Protection  of  Wetlands,  and  Section  106 
of  the  National  Historic  Preservation  Act 
involving  the  State  Historic  Preservation 
Office  will  need  to  be  completed. 
Preliminary  costs  for  known  analysis 
requirements  have  been  included  in  the 
project  estimates. 
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During  the  course  of  this  study,  several 
environmental  issues  were  raised 
concerning  the  area  from  Corinne  to 
Golden  Spike  NHS.   There  were  some 
discussions  on  the  best  way  to  both 
ensure  the  safety  of  pipeline  operations 
and  minimize  effects  on  wetlands  from 
construction.   Section  404  permits  would 
most  likely  be  required.   Final 
determinations  will  need  to  be  made 
during  preparation  of  the  environmental 
documents  that  will  be  required  prior  to 
reconstruction  of  the  track.   Movement 
of  the  pipelines  could  require  special 
design,  however  all  actions  must  comply 
with  applicable  regulations.  The 
scenario  discussed  previously  appears  to 
include  the  best  possible  means  of 
minimizing  potential  project  effects  on  6 
acres  of  wetlands.   Under  this  scenario, 
the  track  would  be  placed  on  one  side  of 
the  prism  and  the  existing  pipeline 
relocated  and  buried  on  the  other.  This 
would  minimize  the  impact  on  wetlands, 
although  there  would  be  an  increase  in 
prism  width. 


populations  would  probably  be  minimal 
because  of  the  short  time  the  train 
would  be  in  the  area.   Because  no  stops 
are  anticipated  along  the  way,  disruption 
to  wildlife  areas  are  expected  to  be 
minimal.  Sidings  for  steam  operations 
would  be  carefully  located  away  from 
any  sensitive  bird  areas.   Positive  effects 
include  educational  opportunities  for 
train  passengers  to  view  wildlife  in  a 
nonintrusive  way. 


In  addition,  the  Bureau  of  Land 
Management  has  a  peregrine  falcon 
tower  approximately  V^-mile  from  the  rail 
line.   Possible  effects  to  the  falcons  need 
to  be  evaluated. 

Previous  studies  of  the  rail  corridor 
route  have  indicated  that  there  are 
approximately  45  historic  sites  in  the 
corridor  from  Corrine  to  the  Golden 
Spike  National  Historic  Site.  Most,  if  not 
all  of  these  sites,  would  be  avoided  by 
the  rail  line  because  the  rail  would  be 
built  on  one  side  of  the  prism.   Effects 
of  train  operations  on  wildlife  and  bird 
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Corridor  Resource  Description 


A     s  the  study  progressed,  it  became 
^^     increasingly  evident  to  the  task 
force  participants  that  the  immediate 
study  corridor  represented  a  coherent  _ 
and  identifiable  region  with  many 
outstanding  natural,  cultural,  scenic, 
aesthetic,  and  recreational  resources. 
Many  of  these  resources  are  directly 
attributable  to  the  railroad  and  are 
themselves  special  places,  which  exhibit 
significant  and  valued  qualities  of  the 
American  experience.   The  railroad  is 
the  connective  fiber  that  has  linked 
many  of  these  areas  together  through 
more  than  a  century  of  history.  The 
resources  found  here  provide  important 
recreational,  educational,  and  economic 
opportunities  that  define  aspects  of  our 
local  and  national  heritage.   The 
discussion  that  follows  is  as  much  a 
reflection  on  the  link  the  rail  corridor 
provided  through  time  as  it  is  an 
assessment  of  the  area's  resources. 

Historical  Background  and  the  Golden 
Spike  National  Historic  Site 

It  has  been  said  of  the  Golden  Spike 
National  Historic  Site-that  this  is  the 
area,  690  miles  east  of  Sacramento  and 
1,086  miles  west  of  Omaha-that  is  the 
place  to  tell  the  story  commemorating 
the  completion  of  the  first 
transcontinental  rail  system  in  1869.   The 
valley  provides  an  abundant  opportunity 
to  illustrate  in  some  detail  the  social,  . 
economic,  and  political  implications  of 
driving  the  last  spike  on  May  10,  1869, 
as  well  as  the  growth  and  westward 
development  of  the  United  States  of 
America.   Here  the  story  of  how  the 


country  was  held  together  by  this  vital 
transportation  link  of  steel  can  be  told. 

In  a  way,  the  building  of  that  first 
transcontinental  railroad  is  the  great  American 
Story,  for  it  was  the  railroad  that  first  linked 
America  East  to  West,  from  Atlantic  to  Pacific, 
and  it  was  a  project  in  which  Americans  of 
nearly  every  vocation,  religion,  race,  and 
national  origin  eagerly  participated.   (The  Iron 
Trail  to  Golden  Spike,  John  J.  Stewart,  1969.) 

When  the  Union  Pacific  tracks  reached  Ogden, 
on  March  8,  1869,  the  city  staged  a  noisy 
celebration.  'Hail  to  the  Highway  of  Nations!' 
shouted  the  banner.  ...  It  was  a  moment  of 
triumph  for  Union  Pacific,  for  Ogden  was  the 
destination  that  both  companies  had  been 
aiming  at,  it  being  the  only  city  of  any  size  on 
the  whole  route  from  either  starting  point- 
Omaha,  Nebraska,  on  the  east  and  Sacramento 
on  the  west  .  .  .  But  there  was  no  stopping  in 
Ogden.   North  past  Brigham  City  the  railroad 
ran,  thence  west  across  the  Bear  River,  on  the 
shores  of  which  sprang  another  railroad  town.  . 
.  .'five  miles  west  of  Brigham  City  is  situated 
the  new  town  of  Corinne,  built  of  canvas  and 
board  shanties.  Sloan,  a  reporter  for  the  Deseret 
News  at  the  time,  noted  that  "from  Corinne 
west  thirty  miles,  the  grading  camps  present  the 
appearance  of  a  mighty  army.  (The  Iron  Trail  to 
Golden  Spike,  John  J.  Stewart,  1969.) 


Artist's  Rendition  of  AH.  Hart  Photo 
NPS 
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It  is  most  important  to  ensure  that  the 
more  easily  exhibitable  story  of  how  does 
not  eclipse  the  deeper  and  more 
significant  story  of  why. 

During  several  decades  of  debate  on  the 
subject,  a  railroad  network  spread  over  the  East 
and  the  Midwest  to  the  Mississippi  River.   A 
railroad  to  connect  this  network  with  the  West 
Coast  became  a  great  public  issue  in  the  mid- 
19th  century.   Those  who  advocated  the  road 
appreciated  its  necessity  and  clearly  foresaw  its 
immediate  benefits  to  the  nation.   But  only  a 
few  and  they  but  vaguely,  understood  the  vast 
influence  the  Pacific  Railroad  would  have  upon 
the  continental  development  of  the  United 
States.  ...  In  1850  the  Committee  on  Roads 
and  Canals  of  the  House  of  Representatives 
succinctly  stated  the  motives  of  the  great 
segment  of  public  opinion  that  championed  the 
building  of  a  railroad  to  the  Pacific  Coast.  Such 
a  road,  said  the  Committee  would  'cement  the 
commercial,  social,  and  political  relations  of 
East  and  West,'  and  would  be  a  'highway  over 
which  will  pass  the  commerce  of  Europe  and 
Asia.'"   (Special  Report  on  Promontory  Summit, 
Utah,  Utley,  1960) 


Heritage  in  this  area  relating  to  those 
events  that  took  place  over  a  century  ago 
can  be  seen  as  a  catalyst  for  the  future 
as  well  a  remembrance  of  the  past. 

Golden  Spike  National  Historic  Site. 

The  original  "Spike  Site"  consisted  of 
approximately  7  acres  and  was 
designated  a  National  Historic  Site  in 
nonfederal  ownership  by  the  Secretary  of 
the  Interior  on  April  2,  1957.   The  site 
now  extends  over  \5Vi  miles  of  original 
railroad  grades  and  consists  of  2,735.28 
acres  (523.08  acres  is  in  private 
ownership),  much  of  which  is  contained 
within  a  400-foot-wide  right-of-way 
obtained  from  the  Southern  Pacific 
Railroad. 

The  national  historic  site  contains 
hillsides,  mountains,  and  plains  at  the 
summit  of  the  Promontory  Range  in  the 
northern  basin  of  the  Great  Salt  Lake 
and  ancient  Lake  Bonneville,  and  is  in 
the  Upper  Sonoran  Life  Zone. 


*  Map  reflects  the  scene  in  1869. 
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The  park  is  divided  into  three  major 
areas  of  interest-the  east  slope,  the 
summit,  and  the  west  slope.   The  summit 
area,  where  the  symbolic  driving  of  the 
Golden  Spike  celebrates  the  completion 
of  the  first  transcontinental  railroad,  is 
the  focal  point.  As  the  site  where  the 
Central  Pacific  and  the  Union  Pacific 
united  to  inaugurate  cross-country  travel, 
Promontory  Summit  best  illustrates  the 
historical  meaning,  as  well  as  the 
dramatic  construction  story,  of  the  first 
transcontinental  railroad,  for  it  was  here 
the  two  lines  met  on  May  10, 1869. 

Legislation.     Legislative  actions  or 
presidential  proclamations  lay  down 
guidelines  for  management  of  the  park. 
Golden  Spike  National  Historic  Site 
was  established  by  Public  Law  89-102, 
July  30,  1965,  for  the  ".  .  .  purpose  of 
establishing  a  national  historic  site 
commemorating  the  completion  of  the 
first  continental  railroad  across  the 
United  States.  .  .  .  The  property 
acquired  under  the  provisions  of  the 
first  section  of  this  Act  shall  be 
designated  as  'Golden  Spike  National 
Historic  Site'  and  shall  be  set  aside  as 
a  public  national  memorial."  The  act 
directs  the  National  Park  Service  to 
administer  the  site  in  accordance  with 
the  NPS  Organic  Act  of  1916  and  the 
Historic  Sites,  Buildings,  Objects,  and 
Antiquities  Act  of  1935.   The  act  also 
authorizes  ".  .  .  the  Secretary  of  the 
Interior  to  construct  and  maintain 
therein  such  markers,  buildings,  and 
other  improvements,  and  such  facilities 
for  care  and  accommodation  of 
visitors,  as  he  may  deem  necessary." 


In  Public  Law  96-344  of  September  8, 
1980,  An  Act  to  improve  the 
administration  of  Historic  Sites, 
Buildings,  Objects,  and  Antiquities  Act 
of  1935,  94  Stat.  1134,  Congress  further 
authorized  ".  .  .  the  Secretary  of  the 
Interior  to  acquire  lands  for,  and 
develop,  operate,  and  maintain,  the 
Golden  Spike  National  Historic  Site  .  . 
.".   94  Stat.  1135  asked  the  Secretary  of 
the  Interior  to  ".  .  .  complete  and 
submit,  in  writing,  to  the  Committee  on 
Interior  and  Insular  Affairs  ...  a 
report  of  feasibility  of  providing 
passenger  rail  service  from  the  city  of 
Ogden,  Utah,  to  Golden  Spike 
National  Historic  Site.   Said  report 
shall  include  an  assessment  of  existing 
rail  facilities  and  rolling  stock, 
additional  development  as  might  be 
required,  as  well  as  alternatives  with 
respective  costs  for  the  operation  of 
passenger  rail  service." 


NPS  Interpreter  in  Period  Costume 
NPS 
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The  purpose  of  Golden  Spike  National 
Historic  Site.   When  defining  the 
purpose  of  Golden  Spike  National 
Historic  Site,  the  question  that  needs 
to  be  answered  is  why  was  the  area 
established  as  a  unit  in  the  National 
Park  System?   The  purpose  of  Golden 
Spike  National  Historic  Site  is: 

•  the  commemoration  and 
celebration  of  the  Great  Event  that 
took  place  on  May  10,  1869~the 
driving  of  the  Golden  Spike, 
symbolizing  the  union  of  east  and 
west  and  the  completion  of  the  first 
transcontinental  railroad. 

•  the  preservation  of  objects  and 
antiquities  of  national  significance 
related  to  the  first  transcontinental 
railroad. 

•  providing  opportunities  for  visitors 
to  experience  and  enjoy  the  social 
commemorative  value  of  the  Great 
Event. 

The  significance  of  Golden  Spike 
National  Historic  Site   The  significance 
of  a  unit  in  the  park  system  addresses 
what  makes  the  area  special-why  it  is 
important  to  the  natural  and/or 
cultural  heritage  of  the  nation.  These 
statements  are  basic  to  all  assumptions 
about  the  area  and  the  ways  in  which  it 
should  be  used  and  managed.   Golden 
Spike  National  Historic  Site  and  the 
Great  Event  that  the  site  represents  is 
significant  because  it: 

•  symbolizes  the  completion  of  the 
first  transcontinental  railroad. 


•  symbolizes  the  joining  of  the 
United  States~the  union  of  the  east 
and  west. 

•  symbolizes  a  change  in  the  pattern 
and  speed  of  settlement  in  the  west. 

•  established  a  mode  of 
transcontinental  transportation  by 
which  the  "Frontier  of  the  American 
West"  was  changed  forever. 

•  symbolizes  the  start  of  the 
development  of  the  industrial  age  of 
a  nation. 

The  park  and  the  railroad   As  of  1991, 
the  park  estimates  that  about  225,000 
persons  pass  by  the  park  each  year. 
Most  of  this  is  rural  traffic  not 
associated  with  the  park.  Actual 
recreational  visitation  has  varied 
between  40,000  and  60,000  annually, 
during  the  last  10  years.   Existing  park 
facilities  can  accommodate  current 
visitation.  If  visitation  were  to  increase, 
however,  existing  infrastructure  would 
be  inadequate  to  handle  traffic  loads 
and  maintain  a  quality  visitor 
experience.  In  addition,  provisions 
would  need  to  be  made  to  the  park's 
existing  infrastructure  and  interpretive 
facilities  to  ensure  the  existing  quality 
continues.   In  most  parks,  this  would 
mean  the  construction  of  more  parking 
areas  to  accommodate  automobiles.   In 
this  case,  the  notion  of  an  excursion 
tourist  railroad  seems  to  provide  a 
means  of  increasing  visitation  without 
substantially  impacting  the  historic 
fiber  and  ambiance  of  the  park.   In 
addition,  the  case  can  be  also  made 
that  such  development  and  associated 
transportation  actually  enhances  park 
values  and  is  in  support  of,  and 
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consistent  with,  the  park's-  purpose  and 
significance.  While  over  90  percent  of 
the  rail  link  trackage  is  outside  of  the 
park,  the  focus  of  passenger  experience 
is  Golden  Spike.  This  could  provide  an 
avenue  for  this  national  historic  site  to 
reach  its  full  potential  as  a  unit  in  the 
National  Park  System. 

Natural  Resources 

The  study  area  lies  between  the  North 
Promontory  and  the  Promontory 
Mountains  in  the  northern  part  of  the 
Great  Salt  Lake  basin.   During  glacial 
times  the  summit  was  under  the  water  of 
ancient  Lake  Bonneville,  and  old  lake 
terraces  form  prominent  features  visible 
throughout  the  entire  area.  As  a  result 
of  their  Quaternary  geologic  history, 
today's  surface  materials  consist  of  fine- 
grained lake  sediments  and  alluvial 
detritus.   Subsurface  deposits  consist 
primarily  of  Pennsylvania  sandstones, 
shales,  and  limestones,  and  Tertiary 
extrusive  materials. 

The  urban  corridor  from  Ogden  to 
Brigham  City  lies  nestled  in  the  west 
facing  foothills  of  the  Wasatch  Range. 
The  entire  study  area  offers  a 
spectacular  scenic  picture  of  the  Ogden 
Valley  contrasting  views  of  the  Wasatch 
Front  and  the  clear  wide  open  spaces  of 
the  Great  Salt  Lake.  The  floor  of  the 
valley  is  rich  and  fertile  while  the  area 
around  the  shores  of  the  Great  Salt 
Lake  provide  prime  wetlands  habitat  for 
migratory  and  indigenous  fowl. 

The  flat  rural  corridor  from  Corinne  to 
Golden  Spike  provides  a  setting  full  of 


both  upland  wildlife  and  a  marsh 
wetland  environment.   In  the  uplands, 
wildlife  is  varied  and  consists  of  the 
larger  mammals  such  as  the  coyote,  mule 
deer,  bobcat,  badger,  and  jack  rabbit. 
There  are  also  smaller  mammals, 
reptiles,  insects,  and  numerous  species  of 
birds.  Accipiters,  falcons,  buteos,  and 
golden  and  bald  eagles  are  common 
during  winter  months  near  Golden  Spike 
NHS. 

In  the  marsh  wetland  environment,  the 
Bear  River  Migratory  Bird  Refuge, 
operated  by  the  U.S.  Fish  and  Wildlife 
Service,  lies  in  the  fresh  water  marshes 
at  the  north  end  of  the  Great  Salt  Lake, 
just  south  of  the  rail  corridor.     Flooding 
of  the  Great  Salt  Lake  in  the  mid-1980s 
submerged  much  of  the  marshlands 
managed  for  ducks,  geese,  and  swans. 
During  recent  years  of  drought  (1987  - 
1990)  and  with  better  controls  on  the 
Great  Salt' Lake  levels,  the  lake  has 
dropped  to  normal  levels,  allowing 
vegetation  to  recover. 

Wetlands  associated  with  marshes  of  the 
Bear  River  delta  have  high  invertebrate 
populations.   Nesting  waterfowl, 
waterfowl  broods,  and  shorebirds  are 
highly  dependent  on  these  protein  food 
sources  for  healthy  and  vigorous  growth. 
Invertebrates  associated  with  the 
wetlands  include  worms,  crustaceans, 
snails,  and  insects.   The  most  obvious 
invertebrates  in  the  area  are  populations 
of  midges,  Chironomiddae  sp.,  and  shore 
flies,  Ephydridae  sp.,  which  at  times, 
darken  the  air  or  cover  the  shorelines. 
(Huener,  1984) 
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The  fishery  in  the  area  of  the  Bear  River 
Refuge  can  be  classified  as  warm  water 
with  low  numbers  of  game  fish  and 
catfish,  and  high  numbers  of  species  such 
as  carp  and  suckers.   Five  species  of 
reptiles  and  amphibians  have  been 
documented  in  the  Bear  River  Refuge 
area:  Northern  Leopard  frog  (Rana 
pipiens  pipiens),  Chorus  frog  (Pseudacris 
nigrita),  Northern  side-blotched  lizard 
{Ufa  stansburiana  stansburiana)  Great 
Basin  Garter  snake  (Thamnophis 


ordinoides  vagrant),  and  the  Red-sided 
garter  snake  {Thamnophis  sirtalis 
parielis).  {Restoration  and  Expansion  of 
the  Bear  River  Migratory  Bird  Refuge, 
Environmental  Assessment,  10/91 
USFWS.) 

Linkages  between  the  natural  and 
cultural  environments  have  been  strong 
throughout  time.   Natural  resources  of 
wetland  habitats  along  the  eastern 
margin  of  the  Great  Salt  Lake,  including 
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waterfowl,  fish,  mammals,  and  numerous 
plant  resources,  combined  with  access  to 
upland  resources  nearby,  contributed  to 
the  development  of  a  life-style  different 
from  the  inland  and  more  arid  portions 
of  the  larger  geographic  region  of  the 
Great  Basin.   The  difference  has  long 
been  recognized  as  being  favorable  for 
prehistoric  development.   Historical 
records  of  the  interface  of  early 
inhabitants  of  the  region  show  strong 
linkages  to  natural  resources  of  the  area. 
The  Shoshone  were  the  principal 
inhabitants,  along  with  the  occasional 
visits  of  the  Ute,  Blackfeet,  and  Flathead 
Indians.   Shoshone  groups  who  occupied 
the  Promontory  Mountains  included  the 
Hukunduka  ("seed  eaters")  and  the 
Cumumbahs  ("Weber  Utes"). 

The  first  historical  reference  to  the 
Great  Salt  Lake  region  comes  from  the 
journal  of  the  Dominguez-Escalante 
expedition  of  1776.   They  observed  Ute 
groups,  without  horses,  living  in  villages 
near  Spanish  Fork  in  Utah  County.   At 
that  time  the  Utes  were  afraid  to  hunt 
the  lands  to  the  north  because  of  horse- 
mounted  Shoshone  living  in  little  houses 
of  canes  and  earth  around  the  Great  Salt 
Lake.  This  report  was  followed  by  the 
1813  journal  of  Astorian  Robert  Stuart, 
who  reported  that  the  Shoshone  in  the 
Bear  River  delta  had  few  horses  and 
firearms  and  were  terrorized  by  Crow 
and  Blackfeet  raiders  pushed  from  their 
normal  area  by  Euro-American 
expansion.   These  groups  plagued  the 
Shoshone  in  the  Great  Salt  Lake  area 
until  the  Shoshone  joined  forces  with 
trappers  in  the  1820s.   French,  British, 
and  American  trappers  all  competed  for 


the  rich  yield  of  fur-bearing  animals  in 
the  area  until  the  late  1830s.   (Simms 
and  Stuart,  1989.) 

The  abundance  of  wildlife  in  the  Great 
Salt  Lake  wetlands  invoked  this 
comment  from  the  explorer  John  C. 
Fremont  in  1843: 

The  whole  morass  was  animated  with 
multitudes  of  waterfowl,  which  appeared  to  be 
very  wild  rising  for  space  a  mile  round  about  at 
the  sound  of  a  gun,  with  a  noise  like  distant 
thunder.  Several  of  the  people  waded  out  into 
the  marsh  and  we  had  tonight  a  delicious 
supper  of  ducks,  geese  and  plover. 

Fremont  also  observed  a  family  of 
Shoshone  fishing  at  the  mouth  of  the 
Bear  River  with  "several  weirs  or  nets 
which  had  been  rudely  made  of  canes 
and  rushes."  (Fremont,  1845.) 


NPS 
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Cultural  Resources 

Cities  in  Weber  and  Box  Elder  Counties 
have  a  strong  sense  and  appreciation  of 
the  rich  history  of  the  area.  An  active 
program  of  historic  preservation  seeks  to 
maintain  and  rehabilitate  those 
structures  that  best  reflect  the  past.   In 
addition  to  attractive  buildings  and 
mansions,  the  preservation  program 
seeks  those  warehouses,  forts,  simple 
pioneer  homes,  workmen's  houses,  and 
others  that  convey  the  historical 
background  of  the  area.   An  integral 
part  of  this  historic  preservation  is  to 
ensure  that  the  buildings  continue  to 
contribute  to  the  functions,  vitality  and 
meaning  of  the  neighborhoods  of  the 
community. 


v     OF 

TRACK, LAID 

IN  ONE  DAY. 

APRIL  28?"  1869 


NPS 

Completion  of  the  transcontinental 
railroad  at  Promontory,  Utah,  in  1869 
was  one  of  the  most  significant  events  in 
U.S.  history.   The  brief  ceremony  at  the 
site  on  May  10,  1869,  marked  the 
culmination  of  an  unparalleled  national 
effort  and  signaled  only  the  beginning  of 
something  that  would  change  the  West 


and  America  forever.   While  the 
accomplishment  of  constructing  the 
railroad~a  ten-year  job  that  took  less 
than  four-was  certainly  noteworthy  and 
significant,  its  effect  on  the  settlement  of 
the  West,  played  out  in  the  decades  that 
followed,  is  a  better  measurement  of  its 
impact. 

The  following  historic  contexts  provide  a 
framework  for  understanding  the  history 
and  significance  of  the  Utah  rail  corridor 
itself  and  the  associated  buildings  and 
structures  adjacent  to  it.   Each  theme  is 
described  in  the  main  body  of  this 
document,  and  sites  associated  with  them 
are  listed  under  their  respective  headings 
toward  the  end  of  the  document. 

•  Railroad  Construction  from  Ogden  to 
Promontory,  1869 

•  Utah  Community  Life  Before  the 
Railroad,  1850-1869 

•  Utah  Community  Life  After  the 
Railroad,  1869-1890s 

•  Railroad  Expansion,  1869- 19 10s 

•  Industrial  and  Agricultural  Expansion, 
1869-1940s 

•  Military  and  Federal  Government 
Influences,  1920-1945 

Railroad  Construction  from  Ogden  to 
Promontory,  1869.   Competing  railroad 
companies,  the  Central  Pacific  and  the 
Union  Pacific,  were  authorized  by  the 
federal  government  to  construct  the 
transcontinental  railroad.   The  Central 
Pacific  started  in  Sacramento,  California, 
and  worked  its  way  eastward,  while  the 
Union  Pacific  extended  rails  west  from 
Omaha,  Nebraska.   They  met  in  Utah  at 
a  point  north  of  the  Great  Salt  Lake  in 
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May  1869,  having  taken  only  four  years 
to  complete  the  estimated  ten-year 
project.  They  accomplished  this 
remarkable  feat  through  a  combination 
of  federal  government  subsidies,  skilled 
engineering  (developed  in  large  part 
during  the  Civil  War),  relentless  pushing 
of  the  construction  crews,  organizational 
and  business  expertise,  and  free-wheeling 
capitalism. 

Competition  between  the  two  railroad 
companies  was  fierce  on  two  key  points. 
First  was  the  length  of  track  each 
company  would  build.   The  federal 
government's  formula  for  allocating 
subsidy  bonds  and  land  grants  was  based 
on  miles  of  track  laid.   Even  initial 
grading  of  a  route  brought  some 
financial  benefits,  so  crews  for  each 
railroad  were  surveying  and  grading 
routes  up  to  300  miles  ahead  of  their 
end-of-track.   Overlapping  was  inevitable 
as  the  rail  heads  came  closer  together. 
Each  company  hoped  its  grade  would 
win  approval  as  the  final  route.   Perhaps 
the  best  example  of  this  duplicative  work 
was  the  Central  Pacific's  "Big  Fill"  and 
the  Union  Pacific's  "Big  Trestle,"  which 
both  spanned  the  same  ravine  near 
Promontory.   The  site  of  these  structures 
and  other  parallel  grades  are  visible  in 
the  Golden  Spike  Rails  Corridor. 
The  second  and  most  important  key 
point  of  dispute  between  the  railroads 
was  over  which  would  reach  Ogden, 
Utah,  first  and  thereby  control  access  to 
all  of  the  traffic  within  the  Great  Basin. 
Utah,  settled  in  1847  by  Mormon 
pioneers,  was  the  only  previously 
populated  area  along  the  new  route,  and 
the  Wasatch  Front,  where  that 


population  was  concentrated,  provided 
the  best  north/south  axis  for  intersecting 
transportation  routes.  The  Union  Pacific 
reached  the  Ogden  area  first,  but  had  to 
share  its  prize  with  the  Central  Pacific. 
In  an  attempt  at  fairness,  the  federal 
government  mediated.   A  compromise 
was  worked  out  wherein  the  Central 
Pacific  would  gain  access  to  the  junction 
city  by  purchasing  from  the  Union 
Pacific  all  of  the  track  it  had  built  west 
of  that  point.  That  segment  of  track, 
representing  both  the  completion  and 
compromise  of  this  epic  venture,  is 
entirely  within  the  Golden  Spike  Rails 
Corridor. 

Many  different  ethnic  groups  of  laborers 
worked  on  the  transcontinental  railroad 
in  Utah.   The  Central  Pacific  employed 
almost  exclusively  Chinese  men.   Many 
Union  Pacific  laborers  were  Irish.   Both 
railroads  also  employed  Mormon  men 
from  nearby  Utah  settlements  to  help 
push  the  project  to  its  conclusion. 
Construction  camps  for  these  workers 
were  established  at  intervals  along  the 
route. 

Though  some  camps  persisted  for  a  time 
as  small  towns,  all  eventually  died  out, 
with  the  exception  of  Corinne,  which  had 
been  designated  as  the  terminus  or 
junction  city.  Though  Corinne  was 
quickly  supplanted  by  Ogden,  it  has 
continued  to  the  present  as  a  small 
agricultural  community.   No  above- 
ground  structures  remain  at  any  of  the 
other  construction  campsites. 
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Railroad  Expansion,  1869- 1920s.   Shortly 
after  completion  of  the  transcontinental 
railroad,  branch  lines  were  pushed  north 
and  south,  penetrating  the  population 
centers  of  Utah  and  mining  areas 
throughout  the  region.  The  first  branch 
line  was  the  Utah  Central  Railroad, 
which  was  begun  a  week  after  the 
driving  of  the  Golden  Spike.   It  was 
owned  and  built  by  the  Mormons  to 
connect  their  capital  city,  Salt  Lake  City, 
with  the  railroad  at  Ogden.   The  Utah 
Central  was  completed  in  January  of 
1870  and  was  both  an  immediate  and 
long-term  success.   Other  lines  followed 
closely  on  its  heels~the  Utah  Southern 
(1871-1879),  extending  some  90  miles 
south  of  Salt  Lake  City;  the  Utah 
Northern,  later  known  as  the  Utah  and 
Northern  (1871-1880),  running  north 
from  Ogden  over  250  miles  into 
Montana;  and  miscellaneous  branch  lines 
in  the  northern  Utah  area.   Stations 
were  established  in  virtually  every  town 
along  these  routes,  and  a  local  railroad 
industry  emerged,  commensurate  with 
each  town's  size  and  importance. 


These  feeder  lines  were  mutually 
beneficial  to  the  cities  and  regions  they 
penetrated  and  to  the  Union  Pacific, 
which  obtained  ownership  of  them  within 
a  few  years  of  their  completion.   Local 
economies  benefitted  by  having  access  to 
new  markets  for  their  products  and  by 
having  new  industries  stimulated  in  their 
midst.   The  revenue  these  lines 
generated  for  the  Union  Pacific  was 
substantial,  especially  that  of  the  Utah 
and  Northern  Railroad,  which  reached 
the  rich  Montana  mining  region.   In 
1884  it  was  reportedly  the  "best  paying 
road  of  the  Union  Pacific."   The  Utah 
Territory  was  the  only  populated  area 
along  the  nearly  2,000-mile  Union 
Pacific/Central  Pacific  line.   Therefore, 
it  was  the  only  important  source  of 
railroad  traffic  other  than  the  business 
from  the  east  to  California.  This  offset 
somewhat  the  unfulfilled  expectations  of 
the  Union  Pacific  for  transporting  Asian 
goods  to  the  east;  the  Asian  trade  never 
materialized. 

The  expansion  of  the  railroad  further 
enhanced  Ogden's  role  as  the  crossroads 
of  the  west.   At  its  peak  in  the  1940s,  the 
Ogden  rail  yard  had  seventeen  tracks 
and  ran  120  trains  each  day.  The  city 
and  the  region  benefitted  immensely 
from  this  booming  industry. 

A  major  shift  in  the  transcontinental  line 
occurred  in  1904  with  the  completion  of 
the  Ogden-Lucin  Cutoff,  which  consisted 
of  a  combination  of  trestles  and  fill  built 
across  some  30  miles  of  the  shallow 
Great  Salt  Lake.   The  cutoff  eliminated 
over  40  miles  of  extreme  grades  on  the 
original  route  north  of  the  lake,  and 
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bypassed  the  entire  area  within  the 
Golden  Spike  Rails  Corridor. 
Thereafter  the  abandoned  route  served 
only  local  purposes  and  occasional 
transcontinental  traffic  routed  that  way 
because  of  bad  weather  on  the  lake. 
The  line  was  discontinued  entirely  in 
1942  when  the  tracks  were  removed  to 
aid  the  war  effort.   The  Lucin  Cutoff 
trestle  was  reduced  to  secondary  use  in 
the  1950s  after  the  construction  of  a 
parallel  dirt  causeway,  and  currently  this 
historic  structure  is  being  disassembled 
for  salvage  (1993). 

Another  significant  railroad  that  passed 
through  the  area  was  the  "interurban,"  a 
local  line  consisting  of  three  distinct 
segments,  two  of  which  are  within  the 
corridor.   These  were  the  Bamberger 
Line,  which  extended  from  Salt  Lake 
City  to  Ogden  (completed  in  1908),  and 
the  Ogden,  Logan,  and  Idaho  Railroad 
Company  (later  Utah  Idaho  Central 
Railroad),  which  was  built  in  1914.   They 
were  part  of  an  interconnected 
electrified  railroad  system  known  as  the 
"interurban"  that  extended  from  Payson, 
Utah,  on  the  south  (approximately  95 
miles  south  of  Ogden)  to  Preston,  Idaho, 
just  across  the  border.   The  segment 
north  of  Ogden  ceased  operation  in 
1946,  and  the  entire  line  was  shut  down 
in  1959.  Many  of  the  old  "interurban" 
structures  are  still  standing,  but  little  is 
currently  known  about  the  status  of  the 
associated  structures,  except  that  the 
right-of-way  was  abandoned  in  many,  if 
not  all,  locations. 


Utah  Community  Life  Before  the 
Railroad,  1850-1869.  In  1841,  the 
Bartleson-Bidwell  party,  attempted  a 
wagon  journey  west,  inaugurating 
overland  emigration  to  California  and 
becoming  the  first  known  transcon- 
tinental travelers  to  traverse  the 
Promontory.   During  the  winter  of  1868- 
1869,  Wells  Fargo  coaches  provided 
transportation  across  the  Promontory 
between  the  two  ends  of  track,  bridging 
the  gap  for  transcontinental  travelers, 
and  serving  the  rough-and-tumble 
railroad  camps  along  the  way. 


NPS 


Mormon  pioneers  established  the  first 
permanent  Anglo  settlements  in  Utah 
beginning  in  1847.   Under  the  direction 
of  church  president  Brigham  Young,  the 
Mormon  church  (also  known  as  the 
Church  of  Jesus  Christ  of  Latter-day 
Saints)  relocated  to  Utah  from  the 
midwest,  hoping  to  establish  a  sanctuary 
for  themselves  far  away  from  their 
antagonists.   The  Mormons  established 
Salt  Lake  City  as  their  headquarters  and 
immediately  began  settling  other  towns. 
They  eventually  established  over  300 
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communities  in  the  region,  claiming  most 
of  the  arable  land  for  themselves  and,  as 
a  result,  making  it  more  difficult  for 
"outsiders"  to  move  into  the  area.  The 
Mormon  ideal  was  a  religious 
commonwealth  consisting  of  self- 
sufficient  agrarian  communities  sharing 
common  religious  beliefs  and  operating 
under  a  spirit  of  cooperation  rather  than 
individualism.   Mormon  leaders  directed 
the  settlement  of  new  towns,  often 
"calling"  individuals  to  move  to  the  new 
areas  and  assist  in  their  development.   A 
steady  stream  of  new  converts,  most 
from  Scandinavia  and  Great  Britain, 
prompted  ongoing  settlement  of  new 
areas  to  make  room  for  the  new  arrivals. 

The  overwhelming  majority  of  residents 
in  Mormon  towns  were,  predictably, 
Mormons.   Non-Mormons  consisted 
primarily  of  either  disaffected  Mormons 
who,  despite  their  disagreements  with 
the  church,  chose  to  remain  in  the  area, 
or  outside  merchants  who  sensed 
business  opportunities.   These  merchants 
tended  to  locate  primarily  in  the  larger 
cities-Salt  Lake  City,  Ogden,  Provo, 
Logan-where  business  opportunities 
were  more  promising. 

Most  Mormon  towns  consisted  of  a 
nucleated  village  built  on  a  grid  and 
surrounded  by  irrigated  farmland.   Civic, 
religious,  and  commercial  buildings 
occupied  a  central  location  in  a 
traditional  "Main  Street"  arrangement. 
Surrounding  residential  blocks  were 
divided  into  lots  large  enough  for  a 
house,  garden,  and  a  few  outbuildings, 
but  not  for  farming.   Most  houses  were 
built  of  adobe,  brick,  or  stone  in 


vernacular  forms  and  architectural  styles 
common  in  other  parts  of  the  country. 
Early  local  industries,  besides 
agriculture,  consisted  of  flour  and  saw 
mills,  tanneries,  woolen  mills,  and  so 
forth,  as  well  as  a  limited  number  of 
retail  establishments.   Though  Mormon 
village  life  changed  in  many  ways  after 
the  railroad,  the  basic  pattern  of  the 
community  on  the  land  was  not 
substantially  altered  in  most  cases.   This 
pattern  is  evident  within  the  Golden 
Spike  Rails  Corridor  primarily  in  the 
towns  of  Willard  and  Brigham  City. 


Oregon  Shortline  RR  Depot,  Brigham  City 
Utah  State  Historical  Society 


Utah  Community  Life  After  the 
Railroad,  1869- 1890s.   The  railroad 
brought  both  challenges  and 
opportunities  to  the  Mormons.   They 
benefitted  economically  through 
construction  contracts  for  building 
portions  of  the  railroad,  and,  after  the 
line  was  built,  they  enjoyed  cheaper 
prices  and  an  increased  quantity  and 
variety  of  goods.   This  softened  the 
harshness  of  frontier  life  and  provided 
new  and  expanded  business  opportunities 
for  Mormon  entrepreneurs,  boosting  the 
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local  economy  that  had  never  fully 
achieved  its  ideal  of  self-sufficiency.   The 
railroad  also  made  it  much  easier  for 
new  converts  to  "gather  with  the  Saints" 
in  Utah.   An  arduous  overland  journey 
that  used  to  take  several  weeks  could 
now  be  made  in  a  matter  of  days. 
Railroads  also  provided  an  efficient 
means  of  exporting  local  products 
(primarily  agricultural  products),  which 
generated  much-needed  cash  in  the 
territory. 

While  embracing  some  of  the  benefits  of 
the  railroad,  Mormon  leaders  feared  that 
the  influx  of  non-Mormons  and  outside 
influences  brought  by  the  railroad  would 
disrupt,  if  not  obliterate  the  life-style 
they  had  been  working  to  build  for  over 
twenty  years.   Their  response  to  these 
outside  threats  was  a  series  of 
cooperative  programs  designed  to 
protect  their  own  economic  interests 
and,  at  the  same  time,  reinforce  their 
religious  and  social  goals  of  cooperation. 
The  principal  cooperative  programs  were 
Zion's  Cooperative  Mercantile 
Institution  (ZCMI,  1868-1880s),  the 


Merrell's  Planing  Mill  (Brigham  City  Coop  Mill),  Brigham  City 
Utah  State  Historical  Society 


First  National  Bank  (Brigham  City  Coop  Mercantile  Store).  Brigham  City 

Utah  State  Historical  Society 

United  Order  (1874-1877),  and  Zion's 
Board  of  Trade  (1878- 1880s).   All  were 
directed  from  church  headquarters  with 
local  organizations  in  each  community. 
One  of  the  most  successful  Mormon 
cooperatives  was  in  Brigham  City,  which 
is  within  the  Golden  Spike  Rails 
Corridor.   It  actually  served  as  the  model 
after  which  the  church's  United  Order 
program  was  fashioned.   Numerous 
industries  and  businesses  were 
established  and  operated  successfully  by 
the  Brigham  City  Coop  for -a  number  of 
years,  the  last  one  closing  down  in  1895. 
Many  of  the  Brigham  City,  cooperative 
buildings  are  still  standing  and  have 
been  listed  in  the  National  Register  of 
Historic  Places. 

Overall,  the  Mormon  church's 
cooperative  programs  were  successful  in 
protecting  and  strengthening  Mormon 
interests.   During  the  fifteen-year  period 
after  the  coming  of  the  railroad,  most 
Mormon  communities  achieved  new 
levels  of  prosperity  and  cooperation, 
much  beyond  those  of  their  earlier  years 
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of  isolation.   New  homes,  churches, 
commercial  buildings,  and  industrial 
enterprises  were  constructed  during  that 
period,  many  of  which  have  survived  to 
the  present. 

Ultimately,  however,  the  Mormon's 
efforts  to  preserve  their  commonwealth 
failed.   Their  practice  of  polygamy 
brought  upon  them  federal  sanctions  and 
pressures  that  eventually  forced  church 
leaders  to  abandon  many  of  their  old 
ideals.   By  the  turn  of  the  century  Utah 
had  achieved  statehood  and  Mormon 
society  was  well  on  its  way  to  becoming 
Americanized.   Unlike  the  smaller 
Mormon  towns  which  only  felt  "outside" 
influences  due  to  the  railroad,  Ogden 
was  transformed  from  a  small  Mormon 
village  to  a  major  urban  area  by  the 
presence  and  growth  of  the  railroad. 

Though  it  maintained  a  Mormon  flavor, 
and  a  substantial  population  of  Mormons 
continued  to  reside  there,  its  major 
influence  was  the  outside  world  and  not 
the  Mormon  commonwealth. 

In  the  middle  of  the  corridor  lies  the 
town  of  Corinne,  rich  in  historic 
significance.  At  one  time  Corinne  was 
proclaimed  the  future  "Chicago  of  the 
West";  being  the  northernmost  point  on 
the  railroad  route,  making  it  closest  to 
the  newly  opened  mines  in  Idaho  and 
Montana,  and  it  was  near  a  "navigable" 
river~the  Bear.   Corrine  also  provided  a 
stage  connection  to  Virginia  City,  a 
major  commercial  and  transportation 
hub,  before  the  railroads  were  build 
north  to  Montana. 
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Box  Elder  County  Courthouse 
Utah  State  Historical  Society 
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Union  Depot,  Ogden 
Utah  State  Historical  Society 
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Industrial  and  Agricultural  Expansion, 
1869- 1940s.   The  railroads'  promise  of 
stimulating  new  industry  and  business 
was  realized  more  fully  in  Ogden  than  at 
any  other  location  in  the  west.   The 
railroads  transformed  the  city  from  a 
small  town  of  Mormon  farmers  to  a 
large,  diverse  urban  center.   Major  new 
industries  were  established  and 
flourished,  nourished  by  the  easy  access 
to  raw  materials  and  markets  that 
Ogden's  network  of  railroads  provided. 
A  vast  array  of  smaller  support 
industries  and  businesses  also  sprang  up, 
contributing  to  and  feeding  off  of  the 
expanding  economy. 

Though  mining  became  immensely 
important  in  Utah  with  the  coming  of 
the  railroad,  there  were  no  facilities 
directly  related  to  mining  built  in  the 
Ogden  area.   Ogden  served  the  mining 
industry  only  as  a  shipping  point.   Most 
of  the  major  mines  were  some  40  miles 
south  in  the  Salt  Lake  and  Park  City 
areas,  and  smelters  and  other  processing 
plants  were  there,  connected  to  their 
markets  by  railroads  that  passed  through 
Ogden. 

Agricultural-based  industries  were  the 
primary  focus  of  the  growth  galvanized 
by  the  railroad.   Utah  farmers  found 
ready  markets  for  their  crops  in  the 
newly  developed  mining  districts  of 
Utah,  Nevada,  Idaho,  and  Montana. 
The  Montana  mines  were  especially 
important  to  northern  Utah  farmers. 
The  Utah  and  Northern  Railroad 
provided  a  direct  link  between  Ogden 
and  the  Montana  mining  regions.   The 
access  to  outside  markets  such  as  these 


stimulated  a  shift  among  Utah  farmers 
toward  cash-crop  farming.   The  fruit 
industry  is  the  most  evident  example  of 
this  within  the  Golden  Spike  Rails 
Corridor,  represented  by  the  vast 
orchards  along  the  "Fruitway"  between 
Hot  Springs  and  Brigham  City.   The 
Knudson  brothers  of  Brigham  City  were 
especially  successful  with  their  fruit  and 
produce  business.   Numerous  historic 
buildings  in  that  city  were  constructed 
for  them  and  their  expanding  business 
interests.   Many  survive  today, 
contributing  to  the  city's  historic  scene. 

Processing  agricultural  products  became 
a  major  industry  in  the  Ogden  area, 
primarily  in  the  early  decades  of  the 
twentieth  century.  The  first  commercial 
cannery  was  built  in  1888,  and  by  1897 
there  were  still  only  three  in  the  area. 


Pillsbury  Company,  Ogden 
Utah  State  Historical  Society 

By  the  end  of  World  War  I,  however, 
forty-six  canneries  were  operating  in 
Ogden.   Other  plants  were  built  in  some 
of  the  smaller  towns  in  the  area  as  well. 
Support  industries  rose  commensurately, 
such  as  can  and  paper  box 
manufacturers.   Other  facilities  included 
warehouses,  grain  elevators,  farm 
implement  factories,  feed  and  flour  mills, 
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sugar  factories,  and  the  largest  livestock 
yard  in  the  intermountain  west. 


Willard  House 
Utah  State  Historical  Society 

Commercial  activity  in  Ogden  paralleled 
the  industrial  growth.   Scores  of  two- 
and  three-story  commercial  buildings 
sprang  up  in  the  area  east  of  the  railroad 
depot,  providing  the  full  range  of 
services  and  products  for  travelers, 
railroad  workers,  and  permanent 
residents  of  the  city.   Twenty-fifth  Street, 
which  extends  east  from  the  railroad    ' 
depot,  is  the  best  known  and  best 
preserved  of  the  commercial  areas.   It 
was  listed  in  the  National  Register  of 
Historic  Places  in  1978. 


buildings  are  found  within  the  older 
commercial  and  residential  districts  of 
the  city. 

The  end  of  World  War  II  brought 
dramatic  changes  to  the  Ogden  area. 
The  food  processing  industries  dropped 
off  dramatically,  unable  to  compete  with 
the  larger-scale  operations  in  California. 
This  and  other  shifts  in  the  economy, 
coupled  with  the  emergence  of  a 
competing  trucking  industry,  threw  the 
railroad  industry,  and  Ogden,  into  a 
severe  decline.  This  was  offset 
somewhat  by  the  emergence  of  a  local 
military  industry  (described  below),  but 
Ogden's  role  as  the  crossroads  of  the 
West  was  forever  changed. 

The  smaller  towns  within  the  Golden 
Spike  Rails  Corridor  enjoyed  fewer 
benefits  from  the.  railroad  and  endured 
less  of  a  decline  than  Ogden,  which  had 
virtually  its  entire  economy  based  on  the 
railroad.   The  processing  plants  in  these 
towns  all  closed  their  doors  just  as  the 
Ogden  plants  had  done.  Their  other 
industries-farming  and  local  commercial 
activity-continued  on  a  more  even  keel. 


The  railroad  brought  a  much  more 
diverse  population  to  Ogden  than  existed 
in  the  general  population  of  Utah  as  a 
whole.  Among  this  heterogenous  mix 
were  Chinese  laborers  who  stayed  in  the 
area,  Italians,  Greeks,  and  the  state's 
largest  population  of  African- Americans, 
most  of  whom  worked  as  porters,  cooks, 
and  waiters  with  the  railroad.   Their 
homes,  businesses,  and  other  associated 
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Merrell's  Planing  Mill  (Brigham  City  Coop  Mill),  Brigham  City 
Utah  State  Historical  Society 
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Military  and  Federal  Government 
Influences,  1920-1945.   Military  and 
federal  government  activities  greatly 
expanded  in  the  area,  especially  in  and 
around  Ogden,  after  1920  and  became  a 
major  economic  factor  in  the  area. 
Eventually  they  would  replace  railroad- 
based  commerce  and  industry  as  the 
dominant  element  in  the  local  economy. 
Three  of  the  five  major  military  facilities 
are  several  miles  south  of  Ogden  in 
areas  that  have  experienced  considerable 
post-war  growth  and  are  therefore  not 
considered  within  the  Golden  Spike 
Rails  Corridor. 

Ogden's  position  as  a  major 
transportation  crossroads  made  it  an 
attractive  location  for  the  storage  and 
shipment  of  military  equipment  and 
supplies.   Ogden's  inland  location  was 
also  attractive  especially  after  the 
Japanese  attack  on  Pearl  Harbor 
highlighted  the  vulnerability  of  west 
coast  facilities.   The  first  military 
installation,  the  Ogden  Arsenal,  was  built 
in  1920,  followed  by  three  other  major 
facilities  constructed  between  1938  and 
1942.   These  facilities  cost  over  $100 
million  and  employed  over  52,000 
people.   By  comparison,  that  was  as 
many  as  in  all  of  Utah's  agricultural 
industries  and  50  percent  more  than  in 
all  of  Utah's  manufacturing  at  the  time. 
The  population  of  the  Ogden  area 
doubled  as  a  result  of  this  influx. 
According  to  historians  Leonard 
Arrington  and  Thomas  Alexander,  the 
impact  of  the  these  military  facilities  on 
the  local  and  state  economy  can  hardly 
be  overestimated. 


Union  Army  General  Grenville  Dodge, 
Chief  Engineer  of  the  Union  Pacific  RR 

The  two  military  complexes  within  the 
corridor  are  the  Bushnell  Military 
Hospital  in  Brigham  City  and  the  Utah 
General  Depot  (currently  known  as  the 
Ogden  Defense  Depot),  2  miles 
northwest  of  Ogden.   The  Bushnell 
Hospital  was  built  in  1942  as  an  inland 
hospital  for  the  Army.   It  was  built  on 
over  150' acres  of  prime  orchard  land 
south  of  the  city,  indicating  the  shift  in 
local  economic  priorities.   At  its  peak 
the  facility  consisted  of  over  115 
permanent  buildings  and  75  temporary 
structures.   In  1949  it  was  converted  for 
use  as  a  boarding  school  for  Indian 
children  (Intermountain  Indian  School). 
Though  the  school  was  closed  in  the 
1980s,  most  of  the  buildings  are  still  on 
the  site. 

The  Ogden  Defense  Depot  was  built  for 
the  U.S.  Army  in  1941  on  1,600  acres  of 
land  adjacent  to  the  original 
transcontinental  railroad  grade.  Its 
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Casement's  Work  Train  at  end  of  Track,  Wyoming 

WPS 


purpose  was  for  storage  of  general 
supplies  and  equipment  for  500,000  men. 
Upon  its  completion  it  was  the  largest 
quartermaster  depot  in  the  United 
States,  containing  45  miles  of  railroad, 
57  miles  of  roads,  and  69  storage 
buildings,  the  largest  of  which  housed  6V2 
acres  of  covered  storage.   Though  a 
cultural  resource  survey  of  the  depot  has 
not  yet  been  completed,  preliminary 
indications  are  that  the  facility  retains  a 
high  degree  of  its  original  integrity. 

The  three  other  major  military  facilities 
in  the  area  are  the  Ogden  Arsenal,  Hill 
Air  Force  Base  (formerly  Ogden  Air 
Depot),  and  the  Clearfield  Naval  Supply 
Depot.   Presumably,  many  of  their 
original  buildings  and  structures  are 
intact,  though  surveys  of  those  facilities 
have  not  been  completed.   As  mentioned 


previously,  however,  these  installations 
are  several  miles  south  of  Ogden  in 
areas  that  have  experienced  considerable 
post-war  growth. 

Nonmilitary  federal  government 
involvement  in  the  area  also  expanded 
during  the  early  twentieth  century, 
though  to  a  much  lesser  degree  than  the 
military.  The  two  major  facilities  were 
the  1903  federal  courts/post  office 
building  and  the  1933  U.S.  Forest 
Service  Building.   The  federal  courts 
building  and  its  companion  building  in 
Salt  Lake  City  were  the  first  federally 
owned  buildings  constructed  in  Utah. 
The  U.S.  Forest  Service  established  its 
regional  headquarters  in  Ogden  in  1908 
and  reinforced  its  presence  in  1933  with . 
the  construction  of  a  four-story  brick 
headquarters  building. 
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Two  Views  ol  Union  Depot,  Ogden 
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Historic  Sites  Along  the  Railroad 
Corridor.   Scores  of  railroad-related 
historic  sites  are  located  within  the 
Golden  Spike  Rails  Corridor.   Over  70 
of  these  sites  have  already  been  listed  in 
the  National  Register  of  Historic  Places. 
Summarized  below  are  the  various  types 
of  sites  (not  all  of  the  individual  sites), 
arranged  under  the  historic  contexts  with 
which  they  are  most  closely  associated. 
In  addition,  over  90  archeological  sites 
have  been  recorded  within  the  corridor; 
many  more  are  known  to  exist,  especially 
near  the  mouth  of  the  Bear  River. 
Though  significant  in  their  own  right, 
they  are  not  associated  with  the  central 
theme  of  this  study,  the  railroad. 

Some  state-owned  railroad  resources  are 
displayed  and  housed  in  the  Union 
Station  in  Ogden,  designated  in  1988  by 
the  Utah  State  Legislature  as  the  Utah 
State  Railroad  Museum.   Along  with  the 
Golden  Spike  National  Historic  Site, 
resources  at  Union  Station  have  long 
been  recognized  by  many  experts  in 
heritage  preservation  (including 
reputable  sources  at  the  Smithsonian 
Institute)  as  containing  the  essence  of 
early  western  railroad.   Union  Station 
along  with  the  25th  Street  rehabilitation 
program  reflect  the  flavor  of  19th 
century  railroading. 

Railroad  Construction  from  Ogden  to 
Promontory,  1869 

•  The  railroad  grade  itself  and  other 
features  integral  to  the  structure- 
culverts,  trestles,  the  "Big  Fill." 
Though  altered  by  the  removal  of  the 
tracks  and  other  modifications  over  the 
years,  the  grade  is  still  clearly  visible. 
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Chinamen's  Arch,  Box  Elder  County 
Utah  State  Historical  Society 

The  abandoned  segments,  which  have 
not  been  continually  upgraded  over  the 
years,  likely  retain  the  most  integrity. 

•  Parallel  grades  built  by  the  two 
competing  railroads.   Though  only  one 
grade  was  eventually  used  by  the 
railroad,  the  presence  of  both  offers  a 
revealing  insight  into  the  competitive 
nature  of  the  construction  process. 

•  Construction  campsites  adjacent  to 
the  railroad  grade.   Though  no  known 
above-ground  structures  are  still  intact, 
archeological  investigation  would  likely 
yield  the  presence  of  important 
artifacts  and  below-ground  structures 
or  remnants  of  structures.   These  might 
include  dugouts  for  Chinese  laborers, 
especially  at  the  Blue  Creek  campsite. 

•  Chinamen's  Arch,  a  natural  feature 
adjacent  to  the  railroad  grade 
dedicated  as  a  memorial  to  the 
hundreds  of  Chinese  laborers  who  died 
of  smallpox  in  1868-1869. 
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Ogden  Union  Station 
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•  Historic  buildings  in  Corinne,  the 
intended  "junction  city"  for  north/south 
transportation  routes.   Though  Corinne 
was  quickly  supplanted  by  Ogden  and 
never  blossomed  as  originally  planned, 
it  retains  a  number  of  nineteenth- 
century  buildings,  including  the 
National  Register  Corinne  Methodist 
Episcopal  Church.   A  comprehensive 
survey  of  other  buildings  in  the  town  is 
needed. 


Methodist  Episcopal  Church,  Corinne 
Utah  State  Historical  Society 

Utah  Community  Life  Before  and  After 
the  Railroad,  1850-1890s  (combined) 

•  Residential,  institutional,  and 
religious  buildings  in  nearby  Mormon 
towns  that  document  both  the  "before" 
and  "after"  appearance  of  these 
communities.   Brigham  City  and 
Willard  are  probably  the  two  best 
examples,  with  substantial  numbers  of 
National  Register  buildings  in  each. 
Willard's  are  primarily  houses  (many 
built  of  stone),  while  Brigham  City's 
represent  a  full  range  of  buildings, 
including  the  magnificent  Gothic 


Revival  style  Box  Elder  Stake 
Tabernacle. 

•  Private  commercial  and  industrial 
buildings  that  document  the  pervasive 
and  ultimately  victorious  influence  of 
the  American  economic  system  over 
Mormon  cooperative  programs. 

•  ZCMI,  United  Order,  and  other 
Mormon  cooperative  structures  built  to 
reinforce  the  economic  and  social  goals 
of  the  Mormon  church  in  the  face  of 
increased  "outside"  influences.   The 
structures  in  Brigham  City  are  the  best 
known  of  this  type.   Several  of  them 
have  already  been  listed  in  the 
National  Register,  including  the 
Planing  Mill,  which  contains  much  of 
its  original  equipment. 

Railroad  Expansion,  1869-1920s 

•  The  Oregon  Shortline  Railroad  Depot 
in  Brigham  City  (National  Register)  and 
other  railroad-related  structures  near  the 
depot.   The  north/south  line  as  well  as 
some  east/west  lines  through  Brigham 
City  were  laid  in  the  1870s  and 
eventually  extended  into  Montana. 

•  The  1926  Ogden  Union  Station,  which 
replaced  an  earlier  depot  that  burned. 
Ogden  had  achieved  the  full  measure  of 
its  "junction  city"  status  as  the  result  of 
north/south  lines  that  passed  through  it 
as  part  of  the  expansion  of  railroads  in 
the  region. 

•  Ogden's  25th  Street  Historic  District, 
which  extends  approximately  three 
blocks  east  from  the  depot.   The 
commercial  buildings  in  this  area  housed 
the  full  range  of  services  and  goods  for 
railroad  workers  and  customers.   The 
district  developed  and  grew  with  the 
expansion  of  Ogden's  railroad  industry. 
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Industrial  and  Agricultural  Expansion, 
1869-1941 

•  Ogden  Stock  Yards.   Numerous  early 
twentieth  century  buildings  and 
structures  that  were  part  of  this  major 
livestock  facility. 

•  Canning  factories,  warehouses,  flour 
and  feed  mills,  and  other  factories 
located  in  Ogden  near  the  railroad.   A 
few,  such  as  the  National  Register 
Scowcroft  Warehouse  in  Ogden,  have 
been  thoroughly  documented.   Most 
remaining  structures  were  built  in  the 
early  twentieth  century. 

•  Fruit  and  vegetable  processing  plants 
and  warehouses  in  Brigham  City,  Perry, 
and  perhaps  other  small  towns  along  the 
route.  These  facilities  are  near  the 
railroad  and  date  from  the  early 
twentieth  century. 

•  The  rural  historic  landscape  of  "Utah's 
Fruitway,"  a  narrow,  9-mile  long  strip  of 
orchards,  farmsteads,  and  other 
structures  associated  with  the  fruit 
growing  industry.   It  is  between  the 
railroad  and  the  mountains  in  the  Hot 
Springs-to-Perry  area  between  Ogden 
and  Brigham  City.   This  area  has  a 
distinct  character  that  appears  to  be 
rooted  in  a  historic  past.   Further 
investigation  will  determine  its 
qualifications  as  a  historic  landscape. 

Military  and  Federal  Government 
Influence,  1920-1945 

•  Ogden  Defense  Depot.   Built  in  1941, 
this  depot  is  the  largest  quartermaster 
depot  in  the  United  States.  Spanning 
1,600  acres,  it  stores  military  supplies 
and  equipment. 

•  Bushnell  General  Hospital  in  Brigham 
City.  This  large  complex  was  built 


around  1941  as  a  major  military  hospital. 
It  was  connected  to  the  railroad  by  a 
spur  line  in  1942,  due  to  the  volume  of 
rail  traffic  needed  at  the  hospital. 

•  Ogden  Post  Office  and  Federal 
Building.  This  Neoclassical  Style  building 
was  constructed  in  1903  to  house  a  post 
office,  federal  courts,  and  other  federal 
government  offices.   It  is  one  the  first 
two  federally  owned  buildings  in  Utah. 

•  U.S.  Forest  Service  Building. 
Established  as  -a  regional  office  in  Ogden 
in  1908,  this  building  was  constructed  in 
1933  as  the  regional  headquarters  and  is 
an  excellent  example  of  the  Art  Deco 
Style. 

Miscellaneous  Sites 

•  Prehistoric  archeological  sites  near  the 
shores  of  the  Great  Salt  Lake. 
Numerous  sites  have  been  identified, 
though  their  locations  are  kept 
confidential  to  protect  them  from 
vandalism.   Some  of  the  sites  may  lend 
themselves  to  public  interpretation, 
though  more  study  is  needed  to 
determine  how  this  might  be 
accomplished  without  threatening  the 
resources  themselves.  Historic 
archeological  sites  also  exist  within  the 
boundary  of  Golden  Spike  National 
Historic  Site. 

•  Bear  River  Migratory  Bird  Refuge. 
Established  in  1928,  the  first  refuge  of  its 
kind,  the  refuge  has  many  structures 
completed  during  the  historic  period.   A 
few  buildings  and  CCC-built  dikes  and 
canals  were  destroyed  in  the  floods  along 
the  lake  in  the  early  1980s.   Further 
investigation  is  needed  to  determine 
their  status. 
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Recreation  Resources 

The  Ogden  Valley  is  a  favorite  year- 
round  recreational  area  of  Wasatch 
Front  residents  and  visitors  alike.   Both 
Box  Elder  and  Weber  Counties  provide 
one  of  the  finest  recreational  menus  in 
the  Intermountain  West.   Due  in  part  to 
the  varied  geography  and  in  part  to  a 
moderate  four-season  climate,  the  area 
provides  ample  opportunity  to  escape  the 
harried  pace  of  modern  life.   Almost 
every  recreational  possibility  is  available, 
from  exciting  and  challenging  resort  and 
backcountry  skiing  to  technical 
mountaineering  to  the  more  pastoral 
pursuits  of  bird  watching,  sight-seeing  or 
picnicking  with  friends  and  family.   Some 
of  the  more  unusual  recreational 
facilities  in  Weber  County  include  the 
Thunderbird  Bicycle  Track  at  the  Fourth 
Street  Pioneer  Park,  an  equine  cross- 
county  jumping  course  at  the  Weber 
County  Fairgrounds,  and  para-gliding  at 
Willard  Bay.    (1992-1993  Weber  County 
Profile  [WCP],  Chamber  Ogden/Weber, 
1992.) 

Because  of  its  close  proximity  to  the 
Great  Salt  Lake,  visitors  to  the  area  are 
within  easy  access  to  all  of  the  lake's 
wonders.   Whether  it's  swimming  in  the 
Great  Salt  Lake~a  body  of  water  with 
salt  levels  eight  times  those  of  the 
oceans,  skiing  in  the  mountains,  camping 
in  the  area's  more  than  the  33  federal, 
state,  and  private  campgrounds,  or 
viewing  the  area  from  Inspiration  Point 
on  the  9,764-foot  Willard  Peak,  visitors 
are  exposed  to  many  forms  of 
recreational  activities.   Scenic  wonders  of 
the  surrounding  National  Forests- 


Wasatch-Cache,  Caribou,  and  Sawtooth 
are  within  easy  driving  distance.   Willard 
Bay  State  Park,  a  10,000-acre  freshwater 
impoundment  on  the  floodplain  of  the 
Great  Salt  Lake,  is  just  west  of  the 
corridor.   Opportunities  to  view  wildlife 
and  the  scenic  attributes  of  the  Great 
Salt  Lake  are  provided  in  the  rural 
section  of  the  corridor  from  Corinne  to 
the  Golden  Spike  NHS.   Fort 
Buenaventura  State  Park  in  Ogden 
commemorates  the  first  Anglo 
settlement  of  the  Great  Salt  Lake.  The 
Ogden  Nature  Center,  Ogden  River 
Parkway,  and  North  Ogden  Trout  Farm 
provide  opportunities  for  visitors  to 
combine  interests  in  recreation  and 
education  in  the  ecology  of  the  area. 
Recreational  and  cultural  attractions 
include  museums,  theaters,  and  galleries 
in  Brigham  City  and  Ogden. 


U 
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Management  Alternatives 


A      management  framework  is 
^^     necessary  to  coordinate  efforts  of 
corridor  partners  and  provide  a  forum 
where  different  interests  can  express 
their  views.   Four  management 
alternatives  are  evaluated  in  this  section. 
Several  possibilities  exist  for  a 
framework  that  helps  fulfill  the  goals  of 
(1)  allowing  communities  to  control  their 
own  destinies  by  incorporating  their 
visions  of  the  use  and  protection  of 
resources  and  the  pursuit  of  economic 
opportunities;  and  (2)"  retaining  and 
enhancing  those  quality-of-life  places 
that  can  survive  economically,  grow,  and 
change,  while  keeping  their  unique  sense 
of  place.   Each  alternative  has  a  role  for 
both  private  and  public  interests, 
whether  they  be  individual  citizens, 
organizations,  or  government  entities. 

Potential  roles  for  partners  include 
ownership,  jurisdiction/authority, 
management  of  resources,  fund-raising, 
and  responsibility  for  developing  plans 
that  impact  the  corridor.   This  analysis 
defines  management  framework  options. 
In  a  1992  "Partnership  in  Parks"  paper, 
the  NPS  Director  of  Planning  and 
Development  suggested  that  any 
management  framework  must  accomplish 
the  following: 

•  Protect  important  corridor  resources 
through  local  stewardship; 

•  Facilitate  an  effective  regional 
partnership; 

•  Interpret  the  themes  of  the  corridor; 

•  Balance  resource  protection  with 
economic  growth;  and 

•  Enhance  the  quality  of  life  in 
corridor  communities. 


Any  management  organization  should 
have  the  authority  necessary  to  achieve 
legislated  objectives,  including: 

•  hire  staff; 

•  meet  at  least  quarterly; 

•  contract  for  experts  and  consultants; 

•  accept  personnel  detailed  from  state 
and  federal  agencies  on  a  - 
reimbursable  basis; 

•  hold  hearings; 

•  use  federally  appropriated  funds; 

•  accept  donations; 

•  acquire  real  property  by  gift,  with 
funds  designated  for  that  purpose,  or 
from  a  willing  seller;  transfer  any 
lands  to  a  public/private  land- 
managing  agency  for  public  purposes; 

•  plan  or  modify  a  plan; 

•  enter  into  cooperative  agreements  to 
carry  out  a  plan; 

•  implement  a  plan; 

•  make  loans  and  grants  to  protect 
resources  on  a  matching  basis;  and 

•  assist  in  the  preparation  of  grant 
applications  to  other  federal  and  non- 
federal sources. 
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Alternative  1  -   No  Action 

No  action  means  that  no  attempt  would 
be  made  to  construct  the  rail  link  or  to 
consolidate  interest  for  a  unified  Golden 
Spike  Corridor.   Local  initiatives  would 
continue  to  recognize,  protect,  and 
develop  community  resources. 

Advantages  and  Disadvantages.   Natural 
resources,  such  as  wetland  and  wildlife 
values  would  probably  not  be  decreased 
because  of  the  efforts  of  agencies  like 
the  Utah  State  Department  of  Natural 
Resources,  the  U.S.  Bureau  of  Land 
Management,  and  the  U.S.  Fish  and 
Wildlife  Service  and  their  management 
roles  on  lands  surrounding  the  corridor. 
Without  a  unifying  theme,  however, 
there  would  be  no  common  vision  or 
coordinated  effort  to  realize  it.   Values 
associated  with  natural,  cultural,  and 
recreational  resources  probably  would 
diminish  in  the  corridor.   With  no  focus 
on  the  aspects  of  recreational  tourism, 
recreational  opportunities  for  quality-of- 
life  experiences  would  remain 
unchanged. 

Each  community's  individual  potential 
for  natural,  cultural,  and  recreational 
resource  conservation  and  economic 
enhancement  might  not  be  realized, 
although  Golden  Spike  National  Historic 
Site  would  remain  protected.   Most  of 
all,  the  collective  potential  of  all  of  the 
communities  would  not  be  realized.   The 
loss  of  natural,  cultural,  and  recreational 
resource  values  could  result  in  a  decline 
of  community  quality  of  life.   Lastly,  this 
alternative  would  provide  no  additional 


mechanism  for  resource  recognition  and 
protection. 

No  additional  federal  expenditures 
would  be  required  with  the  no-action 
alternative.  This  could  be  considered  an 
advantage. 

Alternative  2  -  Non-Profit  Foundation 

This  alternative  would  rely  on 
communities  themselves  and  their 
respective  public  and  private  interests  to 
establish  a  regional  framework  and 
implement  the  corridor  vision.   Resource 
protection,  management,  and  economic 
enhancement  activities  would  occur 
through  local  action.   A  regional 
authority  would  be  responsible  for 
coordination  of  planning  and  providing 
the  vehicle  for  a  unified  marketing  effort 
and  fund-raising  activity. 

This  alternative  would  be  a  partnership 
with  a  majority  of  private  sector 
participation~for  profit  and  non-profit 
interests~in  concert  and  in  cooperation 
with  public  sector  organizations.   In  this 
alternative,  the  framework  for 
partnership  would  be  forged  with  the 
leading  elements  coming  from  the 
private  sector.   Private,  non-profit 
organizations  such  as  the  National  Trust 
for  Historic  Preservation  could  be  used 
for  both  staff  assistance  and  fund-raising. 
Cooperation  and  guidance  on  land  uses 
for  units  affected  under  the  jurisdiction 
of  the  public  sector  agencies,  such  as  the 
National  Park  Service  and  the  Bureau  of 
Land  Management  would  also  be 
provided.   The  framework  for 
partnership  administration,  operation, 
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and  maintenance  of  the  excursion  tourist 
railroad  business  and  major  fund-raising 
responsibilities  would  be  the  private 
sector's. 

Public  sector  organizations  providing 
guidance  on  conservation  ethics  and 
management  within  their  own  units  of 
jurisdiction  would  be  affiliated  with  the 
formal  organizational  structure.   A  non- 
profit foundation  would  be  formed  that 
assumes  the  responsibility  of 
coordination.   The  organization  would 
be  responsible  for  the  identification  of 
corporate  sponsors,  fund-raising 
activities,  multi-jurisdictional  funding 
requests,  and  assistance  to  other  groups. 
The  organization  would  also  provide  a 
framework  for  the  various,  now 
factionalized,  local  planning 
organizations  to  coordinate  policies  for 
conservation,  preservation,  and  economic 
development. 

Advantages  and  Disadvantages.  This 
alternative  would  minimize  state  or 
federal  influence  while  creating  a 
regional  identity  that  could  formalize  the 
relationship  between  communities 
working  toward  common  goals.   The 
energy  and  momentum  of  the  effort  that 
it  would  take  to  make  the  vision  a  reality 
would  be  created  by  the  private  sector 
and  its  alliance  of  non-profit  and  for- 
profit  organizations.   This  alternative 
would  require  that  the  non-profit 
foundation  be  well  funded  and  able  to 
obtain  the  necessary  staff  expertise  to 
balance  preservation  of  heritage 
resources  with  wise  and  tasteful 
economic  development.   This  would  be 
accomplished  either  by  efforts  of  the 


organization's  own  staff  or  through 
cooperative  arrangements  with  public 
sector  organizations. 

If  these  requirements  were  met,  the 
biggest  advantage  for  this  type  of 
partnership  framework  would  be  speed 
of  implementation  and  ability  to  tap  the 
creative  energies  of  both  the  local 
community  and  private  entrepreneurs. 
The  two  counties,  Box  Elder  and  Weber, 
as  well  as  the  city  of  Ogden  and  Brigham 
City  have  worked  well  together  in  the 
past.   Counties  and  cities,  however, 
traditionally  view  each  other  as 
competitors  for  the  ever  smaller  piece  of 
public  sector  funding  available  for 
economic  development.   This  framework 
would  forge  a  united  effort  in  a  short 
time  with  most  of  the  fund-raising  efforts 
being  left  to  the  private  sector  through 
creative  financing,  marketing  ideas,  and 
corporate  sponsorships.   It  allows  for  the 
combination  of  non-profit,  for-profit,  and 
public-sector  funds  to  work  in  areas 
where  each  does  its  job  best  and  each 
has  the  ability  to  succeed.   The 
organization  acting  as  a  regional 
coordinating  body  could  also  improve 
the  consistency  of  natural  resource 
planning-conservation  and  preservation- 
throughout  the  participating  jurisdictions. 
However,  individual  natural  resource 
unit  planning  would  continue  to  be  done 
by  public  units  responsible  for  their 
respective  areas  of  land. 

The  communities  and  counties  have  their 
own  zoning  and  local  preservation 
ordinances.   Faced  with  development 
pressures  that  a  project  of  this 
magnitude  might  create,  the  organization 
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could  be  used  to  highlight  the 
importance  of  many  local  preservation 
initiatives  and  protection  efforts  for 
historical  structures,  archeological  sites, 
and  cultural  landscapes. 

The  biggest  disadvantage  of  this  type  of 
partnership  framework  is  in  its  ability  to 
sustain  efforts  over  the  long  haul.   While 
this  may  not  be  significant  in  the 
beginning,  it  would  be  an  obstacle  over 
the  long  term.  The  lack  of  state  or 
federal  designation  would  also  be  a 
disadvantage  for  this  approach,  however 
this  could  easily  be  overcome  via 
cooperative  arrangements  between  the 
public  sector  and  the  non-profit 
foundation.  The  ease  of  formation  and 
affiliation  with  the  nationally  significant 
resources  described  in  this  document 
would  not  preclude  the  eventual 
assimilation  of  this  type  of  organization 
into  a  state  initiative  or  a  heritage 
corridor,  should  legislation  be  passed. 

While  this  approach  may  not  be  able  to 
sustain  efforts  over  the~long  haul,  its  use 
in  the  early  stages  of  developing  a 
framework  for  partnership  could  be 
critical  to  the  project's  success.  The 
primary  obstacle  for  this  project  is  the 
question  of  funding.   A  private-sector 
lead  is  viewed  as  the  best  way  to 
overcome  this  obstacle. 


$296,000  expected  to  be  generated  by 
entrance  fees  from  railroad  operations. 
Federal  participation  in  foundation 
interests  could  involve  staff  time 
associated  with  providing  guidance  and 
technical  assistance  related  to  planning, 
resource  management,  and 
interpretation.  Funds  for  technical 
expertise  could  be  arranged  with  the 
non-profit  foundation.   These  funds 
would  be  in  addition  to  costs  required  to 
build,  operate,  and  maintain  the 
excursion  tourist  railroad,  which  are 
outlined  in  the  "Costs"  section  of  this 
document.   The  approximate  cost,  with 
the  possible  assignment  of  development 
within  Golden  Spike  NHS  to  the  NPS, 
would  be  $4,750,000.  This  does  not 
mean  that  through  creative  financing, 
corporate  sponsorships,  and  marketing 
strategies,  private  funds  could  not  be 
used  to  enhance  park  resources.  These 
are  shown  as  a  cost  to  the  railroad 
operator  in  the  previous  section  and 
probably  would  not  require  federal 
funding.  As  indicated  in  the  previous 
section,  the  railroad  operation  would  be 
profitable  including  the  complete 
financing  of  development,  rolling  stock, 
and  staff. 


Initial  seed  funding  for  this  foundation 
would  come  from  the  local  communities. 
Federal  expense  associated  with  this 
option  would  include  increased  expenses 
for  operations  within  the  Golden  Spike 
National  Historic  Site  of  $252,000.  This 
would  be  more  than  offset  by  the 
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Alternative  3  -  A  State  Initiative 

State  legislation  could  create  a  heritage 
commission  or  other  mechanism  to 
coordinate  the  management  of  the 
Golden  Spike  Rails  Corridor.   A 
commission  could  consist  of 
representatives  from  each  corridor 
community,  appropriate  local,  state,  and 
federal  agencies,  and  the  private  sector. 
In  this  scenario,  the  NPS  could  be 
offered  a  seat  on  the  commission. 

This  alternative  would  be  a  partnership 
with  a  majority  of  public  sector 
participation  in  concert  and  in 
cooperation  with  private  sector 
organizations.   In  this  alternative,  the 
framework  for  partnership  would  be 
forged  with  the  leading  elements  coming 
from  the  public  state  sector.   The 
framework  for  partnership 
administration  and  major  fund-raising 
responsibilities  would  be  the  public 
sector's,  with  private  sector  participation 
in  operation  and  maintenance  of  the 
excursion  tourist  railroad. 

Advantages  and  Disadvantages.     State 
designation  would  give  high  visibility  to 
the  corridor  at  the  state  level.   State 
leadership  would  bring  experience  and 
expertise  in  managing  the  complex 
regional  resources.   A  state  commission 
might  be  able  to  overcome  obstacles  to 
intergovernmental  cooperation  through 
incentives  and  staff  mediation. 
Professional  support  staff  assigned  to  the 
commission  would  be  required  for 
technical  assistance  and  to  obtain  the 
necessary  funding  through  state  and 
federal  programs.   Federal  programs 


such  as  Intermodal  Surface 
Transportation  Efficiency  Act  of  1991 
(ISTEA)  and  the  Land  and  Water 
Conservation  Fund,  are  being 
administered  on  a  state  level,  and  state 
enabling  legislation  for  the  commission 
could  direct  state  administrators  to 
provide  assistance. 

The  greatest  advantage  of  a  partnership 
framework  led  by  the  public  sector 
would  be  in  its  ability  to  sustain  efforts 
over  the  long  haul.    A  state  initiative 
could  have  a  positive  effect  on  natural 
and  cultural  resources.   Communities 
may  benefit  from  the  increased  state's 
role  in  linking  its  recreation  resources  to 
the  rail  corridor  and  in  expanding  and 
linking  local  recreation  facilities. 
However,  a  formal  state  designation,  if 
not  sensitive  to  local  community  visions, 
could  invoke  more  stringent  criteria  on 
permit  requests  and  grant  proposals. 
This  might  eventually  fracture  the  fragile 
local  partnership  framework  that  has 
already  emerged  during  this  study 
process.   Organizations  within  state 
government  often  compete  in  much  the 
same  way  communities  compete  for 
limited  state  funds.   The  strength  of  state 
government  organizations,  such  as  the 
State  Historic  Preservation  Office,   the 
Department  of  Natural  Resources- 
Division  of  Wildlife  and  the  Division  of 
Parks,  is  in  their  professional  staffs. 
Organizations,  such  as  the  Utah 
Department  of  Transportation,  may  play 
a  larger  role  because  of  administrative 
linkages  to  ISTEA  programs.  The 
Division  of  Economic  Development  and 
the  Utah  Travel  Council  would  be  more 
likely  to  promote  the  corridor  regionally 
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and  nationally.  Non-profit  organizations 
such  as  the  National  Trust  for  Historic 
Preservation  could  be  used  to  assist  in 
fund-raising  efforts. 

The  ability  of  the  state  government  to 
increase  its  role  in  this  new  program 
would  be  hampered  by  the  general  lack 
of  state  funds.   Support  for  new  state 
programs  may  not  be  adequate  to 
implement  the  plans  of  the  corridor 
communities.   Increased  state 
government  presence  might  not  be 
necessary  or  desired  by  local 
communities  where  state  goals  may 
conflict  with  the  visions  of  local 
communities.   Conflicts  such  as  these 
could  reduce  the  overall  coordination 
within  the  corridor. 

State  initiatives  for  heritage  preservation 
are  working  in  other  states: 
Pennsylvania  and  New  York,  for 
example.  The  state  of  Utah  has 
budgetary  constraints  as  do  most  other 
states.  Because  of  the  expense 
associated  with  this  project,  fund-raising 
efforts  would  be  key  to  the  project's 
successful  implementation.   It  is  unlikely 
that  money  for  implementation  could 
come  solely  from  state  funds  or  be 
raised  by  a  public  sector  state  lead. 

Federal  expense  associated  with  this 
option  would  include  $252,000  of 
increased  expenses  for  operations  within 
the  Golden  Spike  National  Historic  Site. 
This  would  be  more  than  offset  by  the 
$296,000  expected  to  be  generated  by 
additional  visitation,  and  which  would  be 
directly  available  to  the  park.   Federal 
participation  would  involve  staff  time 


associated  with  providing  guidance  and 
technical  assistance  related  to  planning, 
resource  management,  and  interpretation 
for  the  commission,  at  a  cost.   These 
funds  would  be  in  addition  to  costs 
required  to  build,  operate,  and  maintain 
the  excursion  tourist  railroad,  which  are 
outlined  in  the  "Costs"  section  of  this 
document.   The  approximate  cost,  with 
the  possible  assignment  for  development 
within  Golden  Spike  NHS  to  the  NPS, 
would  be  $4,750,000. 

Alternative  4  -  A  National  Heritage 
Corridor 

Federal  legislation  could  designate  the 
Golden  Spike  Rails  National  Heritage 
Corridor.   Enabling  legislation  would 
establish  a  federal  commission,  outlining 
commission  composition,  staffing, 
powers,  authorities,  and  duties. 
Provisions  defining  the  roles  of  the 
Department  of  the  Interior  and  other 
federal  entities,  and  authorizing 
appropriations  to  be  matched  by  local 
funds  would  be  included.   The 
commission  would  have  a  life  of  10  to  15 
years. 

This  alternative  would  be  a  partnership 
with  a  majority  of  public  sector 
participation  (federal,  state,  and  local 
government)  in  concert  and  in 
cooperation  with  private  sector 
organizations  (corporations  and  local 
citizens).   The  framework  for  partnership 
administration  and  major  fund-raising 
responsibilities  would  be  the  public 
federal  sector's,  with  private  sector 
participation  in  operation  and 
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maintenance  of  the  excursion  tourist 
railroad. 

A  mix  of  federal,  state,  and  local 
government,  and  private  sector 
representatives  would  make  up  the 
commission,  and  would  create  a  distinct 
partnership  designed  to  share  the 
responsibilities  of  both  protecting  and 
properly  developing  important  resources 
in  an  economically  sound  manner. 
Commission  responsibility,  other  than 
determining  the  private  sector 
mechanisms  for  running  the  railroad, 
would  include  planning  for  both 
recreational  and  regional  economic 
development.   The  commission  would 
create  the  forum  for  resource  users, 
landowners,  the  tourist  industry,  and 
communities  to  work  together  to 
identify,  protect,  and  appropriately 
develop  corridor  resources.   Non-profit 
organizations  such  as  the  National  Trust 
for  Historic  Preservation  using  ideas  like 
the  "Main  Street  Program"  could  also  be 
used  to  assist  in  fund-raising  efforts. 

Advantages  and  Disadvantages.     Golden 
Spike  NHS  represents  a  nationally 
significant  resource.  Additional  federal 
designation  of  a  national  heritage 
corridor  from  Ogden  to  Golden  Spike 
NHS  would  result  in  further  national 
recognition  of  the  area's  importance.  A 
federal  commission  would  help  focus 
regional  attention  on  the  historic 
resources  and  their  preservation, 
recreation,  and  tourism/economic 
development.  The  commission  goals 
would  also  be  designed  to  allow 
communities  to  control  their  own 
destinies  by  incorporating  their  visions  of 


the  use  and  protection  of  resources  and 
their  pursuit  of  economic  opportunities. 
The  commission  would  provide  an 
oversight  non-management  function. 
Thus  the  commission  would  provide  a 
forum  where  federal,  state,  and  local 
communities  could  share  their  combined 
visions  on  issues  relating  to  the  natural, 
cultural,  and  recreational  environment 
and  resolve  differences.   Technical 
assistance  from  the  NPS  would  be 
available  to  landowners  and  private 
organizations  interested  in  managing 
resources  on  private  lands.   The 
commission  would  become  an 
information  clearinghouse,  coordinating 
efforts  that  would  increase  public 
awareness  and  stewardship  of  local 
resources.   Lastly,  the  commission  could 
act  as  a  catalyst,  stimulating  long-term 
cooperation  between  public  agencies  and 
the  private  sector  and  spurring  tasteful 
development. 

The  greatest  advantage  of  a  partnership 
framework  led  by  the  public  sector 
would  be  in  its  ability  to  sustain  efforts 
over  the  long  haul  and  the  commitment 
it  gains  from  local  citizens  and  local 
government  in  working  toward  a  shared 
goal.  Federal  commissions  with  a  small 
professional  staff  have  proven  successful 
in  protecting  and  managing  large 
complex  resources  where  professional 
staff  needs  to  be  supplied  over  a  long 
period  of  time.  By  having  leadership  at 
the  federal  level,  commissions  are  able 
to  build  broad  geographic  support.   In 
the  past,  commissions  have  evolved  into 
institutions  as  a  result  of  their  successful 
implementation  of  planning  efforts. 
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Average  time  to  get  a  public/private 
partnership  designation  in  the  public 
sector,  whether  it  be  from  a  state  or 
federally  sponsored  initiative,  is  between 
two  and  three  years.  This  is  a 
disadvantage  in  the  short  term  as 
momentum  and  support  may  fade  during 
a  protracted  legislative  effort. 

A  federal  commission  requires  operating 
funds.   Establishment  of  a  national 
heritage  corridor  can  allow  for  federal 
funding  to  operate  the  commission.  The 
three  existing  NHCs  have  been  funded 
at  $250,000  to  $350,000  per  year. 
Funding  for  the  NHC  would  involve  staff 
time  associated  with  providing  guidance 
and  technical  assistance  related  to 
planning,  resource  management,  and 
interpretation  for  the  commission.  If,  in 
addition  to  the  NHC,  a  tourist  rail  link  is 
developed,  NPS  participation  could 
require  additional  funding  to  build, 
operate,  and  maintain  the  excursion 
tourist  railroad  inside  the  park.  Under 
this  alternative  increased  costs  associated 
with  the  rail  link  include  a  reoccurring 
NPS  operating  cost  of  approximately 
$252,000,  $100,000  for  planning,  and 
possibly  $4,750,000  for  development. 
Operating  costs  would  be  offset  by  park 
entrance  fees.  Development  costs  in 
Golden  Spike  NHS  include  funds  for 
track/rail  facilities,  site  work,  a 
maintenance  facility,  water  tanks,  and 
rest  room  modifications. 
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Assessment  of  the  Area's  National  Significance  and  Qualification  as  a  Heritage  Corridor 


AT    ational  Heritage  Corridors  (NHC) 
*     are  considered  "affiliated  areas"  of 
the  National  Park  System.   Only  three 
national  heritage  corridors  have  been 
established.  These  areas  are  neither 
federally  owned  nor  directly 
administered  by  the  National  Park 
Service,  but  use  NPS  assistance.  All  draw 
on  technical  or  financial  aid  from  the 
National  Park  Service. 

All  NHCs  have  in  common  the  intent  of 
integrating  preservation  and  use  through 
planned  development  that  would 
enhance  the  area's  local  or  regional 
economy.  Another  feature  in  all 
heritage  corridors  is  an  emphasis  on  the 
development  of  cooperative  planning 
between  various  levels  of  governments 
and  government  agencies  and  the  private 
sector.   Private  sector  involvement  in  all 
aspects  of  NHCs  is  crucial.   The  federal 
government,  through  the  National  Park 
Service,  is  a  partner  in  these  projects. 

Each  of  the  heritage  corridors  has 
established  commissions  to  guide 
planning,  provide  public  forums,  accept 
donations  (of  land,  money,  etc.)  and  in 
general,  provide  a  focus  for  the  projects. 
Each  has  been  established  for  a  five-year 
or  ten-year  period.   The  commission  may 
be  extended  for  an  additional  five  years. 
Funding  (ranging  from  $250,000  to 
$350,000)  has  been  provided  through  the 
NPS  budget  each  fiscal  year  for  the 
operation  of  each  commission. 

For  existing  heritage  corridors, 
membership  on  the  commission  is 
composed  primarily  of  individuals 
nominated  by  the  governor  of  the  state 


and  appointed  by  the  Secretary  of  the 
Interior,  who  represent  interests  in  the 
following  categories:   state  and  local 
governments,  business  and  industry, 
history,  archeology,  historic  preservation, 
recreation,  and  conservation,  and  the 
appropriate  county  boards  or  planning 
agencies.   A  representative  of  the 
National  Park  Service  serves  as  a 
member  of  the  commission.   The 
commissions  that  have  been  established 
have  been  composed  of  nineteen  to 
twenty-one  members. 

National  Heritage  Corridors  must 
contain  nationally  significant  resources. 
The  analysis  for  the  corridor  between 
Ogden,  Utah,  and  Golden  Spike  NHS  is 
provided  below. 

Evaluation  of  National  Significance 

Integrity.  The  Golden  Spike  Rails 
Corridor  consists  of  several  key 
components,  most  of  which  retain  their 
integrity.   The  overall  setting  of  the  40- 
mile  corridor  has  not  changed 
dramatically  since  the  1940s,  which 
marks  the  end  of  the  corridor's  period  of 
significance.   (The  period  of  significance 
extends  from  the  completion  of  the 
transcontinental  railroad  in  1869  to 
World  War  II.)   The  railroad  begins  in 
the  urban  commercial  and  industrial 
section  of  Ogden,  passes  north  through 
sparsely  settled  farmland  between  the 
Great  Salt  Lake  and  the  Wasatch 
Mountains,  intersects  a  few  small  towns 
along  the  way,  then  traverses  west 
through  open  farm  and  rangeland  to 
Promontory.   Changes  over  the  past  50 
years  include  the  demolition  or 
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alteration  of  a  number  of  historic 
structures  and  new  construction  in  some 
areas,  most  notably  the  freeway  between 
Ogden  and  Brigham  City  and  the  urban 
growth  around  Ogden.   Overall, 
however,  the  corridor  has  much  the 
same  appearance  and  character  it  did 
during  the  historic  period. 

The  four  principal  cities  along  the  route- 
-Corinne,  Brigham  City,  Willard,  and 
Ogden-have  retained  their  historic  scale 
and  character,  and,  with  the  possible 
exception  of  Corinne,  they  have 
significant  numbers  of  extant  historic 
buildings.   Ogden  and  Willard  each  have 
National  Register  historic  districts,  and 
Brigham  City  has  numerous  individually 
listed  National  Register  buildings, 
including  its  railroad  depot,  which  are 
closely  associated  with  the  significant 
themes  outlined  in  this  report.   Ogden 
also  has  a  substantial  number  of 
railroad-related  industrial  buildings  that 
have  not  yet  been  documented  for 
National  Register  designation.   Corinne 
has  only  a  few  known  historic  buildings, 
though  it  has  not  yet  been  intensively 
surveyed. 

The  railroad  grade  itself,  which  serves  as 
the  backbone  of  the  corridor,  also 
retains  its  integrity,  though  it  has  been 
altered  or  destroyed  in  places,  especially 
the  southern  half  of  its  length.   This 
southern  segment,  which  extends  from 
Corinne  to  Ogden,  is  an  active  railroad 
that  closely  follows  the  historic  Utah 
Northern  Railroad  line.   The  extent  of 
historic  features  remaining  on  it 
(culverts,  bridges,  etc.)  is  not  fully  known 
at  this  time.  The  original 


transcontinental  railroad  grade, 
abandoned  in  1942,  roughly  parallels  the 
active  line,  but  freeway  construction  and 
other  development  have  obscured  it  in 
many  places  south  of  Brigham  City.  The 
northern  segment  of  the  grade,  from 
Corinne  to  Promontory,  is  largely  intact. 
Like  the  90-mile  segment  that  extends 
west  of  Promontory  (National  Register, 
1988),  this  segment  too  has  had  the  rails 
and  ties  removed  as  part  of  the  war 
effort  in  the  early  1940s. 

Significance.   National  significance  of 
the  corridor  is  based  on  four  points. 
First,  the  corridor  includes  the  Golden 
Spike  National  Historic  Site,  which 
celebrates  the  completion  of  the  nation's 
first  transcontinental  railroad. 

Second,  it  contains  the  segment  of  that 
railroad  that  best  illustrates  both  the 
fierce,  laissez-faire  competition  and 
government-imposed  compromises 
characteristic  of  this  epic  endeavor.  The 
competitive  nature  of  the  two  railroads  is 
explicitly  illustrated  by  the  parallel 
grades  within  the  corridor.   The  entire 
40-mile  segment  documents  the  major 
compromise  of  the  project.  Though  built 
primarily  by  the  Union  Pacific,  the 
segment  from  Promontory  to  Ogden  was 
turned  over  to  the  Central  Pacific  under 
an  agreement  arbitrated  in  Washington. 
This  allowed  the  Central  Pacific  to 
establish  a  terminal  in  a  strategic 
location.   Though  the  Union  Pacific  had 
won  the  competition  fair  and  square  by 
reaching  Ogden  first,  this  compromise 
reflects  the  federal  government's  role  in 
overseeing  the  venture  and  its  attempt  to 
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ensure  a  level  of  fairness  that  would 
benefit  the  public. 

Third,  the  corridor  documents  the 
opening  of  the  West  for  settlement  and 
industry  through  railroad  extensions  from 
strategic  points  along  the 
transcontinental  railroad.   Ogden 
became  the  transportation  hub  for  all  of 
the  interior  west,  fed  by  railroad 
extensions  to  the  north  and  south.   The 
corridor  also  contains  a  segment  of  one 
of  the  major  north/south  feeder  lines, 
the  Utah  Northern  (the  Ogden-to- 
Brigham  City  section  of  the  railroad  is 
primarily  the  old  Utah  Northern  line). 

Fourth,  the  Mormon  experience  with  the 
railroad  offers  a  unique  look  at  the 
impact  the  railroad  had  on  existing 
communities.  The  Mormon  towns  in 
Utah  comprised  the  only  significant 
population  base  along  the  entire 
transcontinental  route.   Their  experience 
also  reflects  the  homogenizing  and 
Americanizing  influence  the  railroad  had 
on  isolated  western  settlements  that  were 
suddenly  linked  to  the  outside  world. 
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Alternatives  Considered  but  Rejected 


O     everal  alternatives  were  considered 

and  rejected.   They  were  not 
evaluated  in  detail.   A  brief  description 
of  each  alternative  is  provided  below 
along  with  rationale  for  dismissing  it 
from  further  consideration. 


passenger  and  freight  service.   Thiokol 
officials  were  contacted  during  the 
course  of  the  study  and  expressed  no 
interest  in  pursuing  this  idea.   This  was 
subsequently  dropped  from  further  study. 


Expansion  of  Golden  Spike  NHS 
Boundary 

An  alternative  to  expand  the  boundary 
of  Golden  Spike  NHS  to  include  all 
lands  along  a  narrow  400-foot  strip 
between  the  boundary  of  the  historic  site 
and  Ogden  was  examined.  A  GMP 
amendment  would  be  required  to  fully 
evaluate  this  alternative.  A  preliminary 
assessment  was  made  as  part  of  this 
study.  This  alternative  was  rejected 
because  the  added  lands  were  not 
considered  to  be  feasible  to  administer 
considering  size,  configuration, 
ownership,  and  costs.   The  53-plus  mile 
corridor  has  a  disjointed  ownership 
pattern,  business  interests,  and  an 
existing  operating  railroad.   The 
protection  measures  that  would  be 
required  and  necessary  to  protect  the 
new  park  boundary  were  deemed 
infeasible  because  of  the  new  narrow 
boundary  configuration  that  would  have 
been  required.  In  addition,  it  was 
concluded  that  the  alternatives  included 
in  this  document  were  adequate  for 
management  and  resource  protection 
both  within  and  outside  of  the  park. 

Commuter  Rail  Link/Thiokol  and 
Ogden 

Several  participants  suggested  the 
possibility  of  a  link  with  Thiokol  for  both 
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Public  Involvement 


/^l    ver  the  course  of  the  study,  the 
^    public  was  invited  to  participate  in 
sharing  their  visions  of  the  future  and  in 
determining  what  tourist  rail  operations 
would  look  like.   The  study  was  initiated 
with  a  mailing  of  a  study  informational 
brochure  to  over  1,000  persons  and 
organizations  previously  identified  as 
possibly  having  an  interest  in  the  project. 
The  comment  period  opened  on  August 
15  and  closed  on  October  15.   The  study 
brochure  identified  the  general  corridor, 
its  resources,  and  included  a  mailback 
comment  section.   One  hundred  and 
twenty-three  responses  to  this  mailing 
were  received.   Of  those  respondents,  89 
were  excited  about  the  prospects  of  the 
rail  link.  Major  thoughts  from  the 
respondents  included  the  ideas  of 
encouraging  economic  development  of 
the  area  (23)  and  highlight  its  historical 
importance  (18).   Some  were  concerned 
over  costs  (14),  while  others  thought 
AMTRAK  should  play  a  major  role  in 
the  project  (10).   There  was  also  a  strong 
interest  in  riding  a  steam  train. 

Two  public  workshops,  one  in  Brigham 
City-September  29,  1993,  and  one  in 
Ogden-September  30,  1993,  were  held 
to  solicit  input  on  the  rails  feasibility 
study  and  examine  visions  of  the  public 
consistent  with  the  goals  of  the  study. 
The  following  is  a  brief  synthesis  of  the 
input  received  at  the  two  workshops.  The 
results  were  later  combined  with  the 
dynamics  of  the  resources  to  develop 
both  the  feasibility  analysis  of 
constructing  the  tourist  rail  link  and 
management  alternatives. 


Participants  generally  wanted 

•  a  journey  to  1869  and  the  driving  of 
the  golden  spike 

•  daily  reenactments 

•  a  theme  supporting  development 
associated  with  story  lines 

•  family,  kids,  grandchildren's 
experience 

•  a  great  ride  and  a  taste  of  history 

•  fun,  food,  stories  of  later  rail 
opportunities  for  associated  heritage 
resources  along  the  way  (from  Ogden 
to  Corinne) 

•  fun,  food,  open  air,  stories, 
reenactments  of  the  way  it  was  (from 
Corinne  to  Golden  Spike) 

•  an  appreciation  of  the  efforts  of  our 
forefathers,  construction,  stories 
regarding  the  importance  of  rail 
transportation,  hands-on  experience 
of  the  Great  Event  of  1869. 

Participants  generally  wanted  to  see  the 
train  operate  with 

•  daily  trips,  convenient  schedules,  and 
special  excursions 

•  storytelling  by  persons  wearing  period 
costumes,  reenactments  of  historic 
events,  and  stops  along  the  way 

•  fun  and  food  on  and  off  the  train 
route 

•  rest  rooms  and  other  human  comforts 

•  connection  to  other  areas  and  uses 

•  a  link  to  local  and  national  heritage 
(from  Ogden  to  Corinne) 

•  a  fun-filled/seasonal,  open-air  ride 
(from  Corinne  to  Golden  Spike) 

•  historic  and  period  dress/event- 
driven  (at  Golden  Spike). 
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Participants  wanted  development  that 
provided  for 

•  people  comforts-food  and  rest  rooms 

•  a  unifying  theme 

•  an  interface  with  the  train  and 
developments  along  the  route 

•  maintenance  of  a  sense  of  history 
(from  Ogden  to  Corinne) 

•  enjoyment  of  scenery/open- 
air/supporting  development- 
experience  of  the  way  it  was  (from 
Corinne  to  Golden  Spike) 

•  historic  1869  (at  Golden  Spike). 

In  addition,  the  following  federal,  state, 
and  local  government  organizations  and 
private  interests  were  contacted  during 
the  course  of  the  study  to  solicit  their 
input. 

Federal  Government 

Department  of  Agriculture 

U.S.  Forest  Service 
Department  of  Defense 

Hill  Air  Force  Base 
Department  of  Interior 

Bureau  of  Land  Management 

National  Park  Service 

Southwestern  Pennsylvania  Heritage 
Preservation  Commission 

U.S.  Fish  and  Wildlife  Service 
Smithsonian  Institute 

National  Museum  of  American  History 
U.S.  Army  Corps  of  Engineers 

Utah  State  Agencies 

Department  of  Community  and  Economic 
Development 
Utah  Travel  Council 
Division  of  State  History 
State  Historic  Preservation  Office 
Department  of  Natural  Resources 
Division  of  Parks  and  Recreation 
Division  of  Wildlife  Resources 
Department  of  Transportation 


Counties 

Box  Elder  County 

Weber  County 
Municipalities 

City  of  Brigham  City 

City  of  Ogden 
Business  and  Industry  Groups 

AmCor 

American  Association  of  Railroads 

AMTRAK 

Burlington  Northern  Railroad 

Castleberry  Railroad  Maintenance  and 

Construction 

Chevron  Pipeline  Company 

Delta  Airlines 

Downtown  Ogden,  Inc. 

Ewing  Company 

Knudson  Construction 

MH  Cook  Company 

Midwest  Railroad 

Northwestern  Rail  Services 

Parson  Construction 

Rupp  Trucking  and  Excavation 

Southern  Pacific  Railroad 

Thiokol,  Inc. 

Union  Pacific  Railroad 

United  Rail  Services 

Western  Rail  Road  Builders 

W.R.  White 

Excursion  Railroad  Companies  (interviewed  and 

listed  in  the  study) 
Non-Profit  Organizations 

National  Trust  for  Historic  Preservation 

Ogden  Parkway  Partnerships 

Utah  Heritage  Foundation 
Tourism 

Box  Elder  County  Economic  Development 

The  Convention  and  Visitors  Bureau,  Ogden 

County  Visitor  Bureau,  Ogden 
Educational  Institutions 

Stanford  University 
Standford  Museum  of  Art 

Weber  State  University 
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List  of  Preparers 

Planning  Team  and  Preparers 

Linda  Carlson,  Editor,  Rocky  Mountain  Region,  NPS 

Susan  Garland,  Legislative  Specialist,  Rocky  Mountain  Region,  NPS 

Bill  Herr,  Superintendent,  Golden  Spike  National  Historic  Site,  NPS 

Dave  Keough,  Engineer,  Rocky  Mountain  Region,  NPS 

Lori  Kinser,  Visual  Information  Specialist,  Rocky  Mountain  Region,  NPS 

Christopher  C.  Marvel,  Project  Manager,  Rocky  Mountain  Region,  NPS 

Public  Sector  Consultants 

Park  staff,  Golden  Spike  National  Historic  Site,  NPS 

Leon  Berggren,  Bear  River  Area  Manager,  Bureau  of  Land  Management 

Kean  Boucher,  Petroleum  Engineer,  Mining  and  Minerals  Branch,  WASO 

Sharon  A.  Brown,  Interpretive  Planner,  Harpers  Ferry  Center,  NPS 

Signa  Larralde,  Archeologist,  Bear  River  Area,  Bureau  of  Land  Management 

Britta  Nelson,  Planner,  Bear  River  Area,  Bureau  of  Land  Management 

Linda  Ray,  Graphic  Specialist,  Denver  Service  Center,  NPS 

Roger  Roper,  Historian,  Utah  State  Historical  Society 

Private  Sector  Consultants 

Centennial  Rail  Ltd.,  Joseph  E.  Minnich,  Executive  Vice  President 
Dale  R.  Jones,  Director  of  Interpretation,  Baltimore  City  Life  Museums 
Leasure  &  Associates,  Lynn  V.  Leasure,  President 
Miziker  &  Company  Productions,  Ron  Miziker,  Executive  Producer 
John  Stuart,  Noted  Historian  and  Mayor  of  River  Heights,  Utah 
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Task  Force  Members  and  Participants 

/ 

Lee  Allen,  Box  Elder  County  Commissioner 

Norm  Ashton,  Ogden  City  Corporation  Counsel 

Leon  Berggren,  Bureau  of  Land  Management 

Don  Blansett,  Superintendent,  Utah  Central  Railway 

Mike  Burdett,  Citizen  Activist 

Pat  Comarell,  Executive  Director,  Ogden  City  Council 

Clark  Davis,   Mayor  of  Brigham  City 

Max  Evans,  Utah  State  Historic  Preservation  Officer 

Delone  Glover,  President  of  Golden  Spike  Association  of  Box  Elder  County. 

Fred  Greener,  Mayor  of  Corinne  City 

Teddy  Griffith,  Former  Ogden  Union  Station  Manager 

Bob  Geier,  Ogden  Union  Station  Manager 

Dr.  W.  Bruce  Haslam,  Utah  Transit  Authority  Board  Member 

Bruce  Heard,  Director,  Special  Projects,  Public  Affairs  Dept.,  AMTRAK 

Bill  Herr,  National  Park  Service,  Superintendent,  Golden  Spike  National  Historic  Site 

Bill  Jasper,  Products  Systems  Team  Leader,  Chevron  Pipeline  Company 

Pete  Jenks,  Office  of  Representative  Hansen 

Christopher  C.  Marvel,  National  Park  Service,  Project  Manager,  Rocky  Mountain  Region 

Nathan  Mazer,  Field  Director,  1969  Centennial  Celebration  of  Driving  of  the  Golden 

Spike 

Barbara  McConvill,  Sales/Service  Manager,  Chamber,  Convention  and  Visitors  Bureau 

Bonnie  McDonald,  Ogden  City  Council/Member  -  Member  of  Union  Station  Board 

Jack  McDonald,  Manager  Forest  Service,  Ogden,  Member-National  Railway  and 

Locomotive  Historical  Society 
Glenn  J.  Mecham,  Mayor  of  Ogden  City 
Ken  Miller,  Ogden  City  Community  Services  Director 
Spencer  Stokes,  Weber  County  Commissioner 
Correy  Wood,  Office  of  Senator  Bennett 
Bob  Valentine,  Box  Elder  County  Economic  Development 
William  L.  Withuhn,  Curator  of  Transportation  and  Special  Assistant  of  Corporate 

Liaison,  National  Museum  of  American  History,  Smithsonian  Institute 
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Appendix 


12.  Golden  Spike 

An  Act  to  tulhoriif  the  Secretary  of  the  Interior  to  acquire 
lanrU  for.  and  to  dr>e)np.  operate,  and  maintain,  the  Golden 
Spike  National  Hmtork  Site.  (79  Stat.  426) 

1U  it  rnoHr.ff  hy  thr  Rrn/ttr  and  House  of  nrprc*rnto- 
tirtk  of  t)i(  I'nlttd  Stairs  of  A  mrrlc-o  in  Cohqtoim  o#xc?h- 
bird,  That  the  Secretary  of  the  Interior  glial]  acquire  on 
behalf  of  tin-  United  Stoics  by  gift,  purchase,  coiidcmiiu- 
tion.  or  otherwise,  such  lands  nnd  interest  in  land,  to- 
gether with  any  improvements  thereon,  as  the  Secretary 
may  deem  necessary  for  the  purj>osc  of  establishing  a  nu- 
tional  historic  site  commemorating  the  completion  of  the 
fii>t  transcontinental  railroad  across  the  United  States 
on  the  site  described  on  a  map  entitled  "Proposed  Golden 
Spike  National  Historic  Site,  Utah",  prepared  by  the 
National  Park  Service,  Southwest  Region,  dated  Febru- 
ary !%•".  In  exercising  his  authority  to  acquire  projK'rty 
by  exchange,  the  Secretary  may  accept  title  to  any  non- 
Federal  property  within  the  area  depicted  on  such  draw, 
ing.  and  in  exchange  therefor  he  may  convey  to  the 
grantor  of  such  property  any  federally  owned  property 
in  the  State  of  Utah  under  his  jurisdiction  which  he  clas- 
sifies as  suitable  for  exchange  or  other  disposal.  The 
proj>ertics  so  exchanged  shall  l>c  of  approximately  equal 
value,  but  the  Secretary  may  accept  cash  from,  or  pay 
cash  to.  the  grantor  in  order  to  equalize  the  values  of  the 
properties  exchanged. 

Sec.  2.  (a )  The  property  acquired  Under  the  provisions 
of  the  first  section  of  this  Act  shall  be  designated  as  the 
"Golden  Spike  National  Historic  Site"  and  shall  be  set 
aside  as  a  public  national  memorial.  The  National  Park 
Service,  under  the  direction  of  the  Secretary  of  the  In- 
terior, shall  administer,  protect,  and  develop  such  historic 
site,  subject  to  the  provisions  of  the  Act  entitled  "An  Act 
to  establish  a  National  Park  Service,  and  for  other  pur- 
poses", approved  August  25.  1916  (39  Stat.  525),  as 
amended  and  supplemented,  and  the  Act  entitled  "An  Act 
to  provide  for  the  preservation  of  historic  American  sites, 
buildings,  objects,  and  antiquities  of  national  significance, 
and  for  other  purposes",  approved  August  21,  1935  (49 
Stat.  66G).  as  amended. 

(b)  In  order  to  provide  for  the  proper  development 
and  maintenance  of  such  national  historic  site,  the  Secre- 
tary of  the  Interior  is  authorized  to  construct  and  main- 
tain therein  such  markers,  buildings,  and  other  improve- 
ment;-, and  such  facilities  for  the  care  and  accommodation 
of  visitors,  as  he  mav  deem  necessary. 

S»:<\  3.  There  are  hereby  authorized  to  be  appropriated 
such  sums,  but  not  more  than  Si  .108.000.  as  may  be  neces- 
sary for  the  acquisition  of  land  and  interests  in  land  and 

for  the  development  of  the  Golden  Spike  National  His- 
toric Site  pursuant  to  this  Act. 
Approved  July  30, 1965. 

l.roi'lnttvf  fH'tory 

Bou**  Report  No    S6P  arcompan.i  log  II.R.-62S0   (Conjoin**  on   lotTlnr 

aim  1  nt-u  1h r  Affair* ). 
£*D»t*  Rt-port  No   32H  (Commit!'*  oo  Ioterlor  and  Insular  Affalrsi. 
CoDgr*fnlona)  F*rord   Vol   111   llDft.'ii  : 

■Itin*  1*1    Con»'l«l*r*rl  sort  po*«*d  Senate. 

Julj  12  :  Coofldfred  aori  pas'fd  Hoiikp.  omrDdrd.  lo  llfu  of  UK   C2MV 

Jul;  21  .  bcD»ie  concurred  Id  Uoust  amtodmtDt. 
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Public  Law  94-578 
94th  Congress 


An  Act 


On.  21.  1976        j0  prorjo>  for  Incream  In  appropriation  r*lliDf»  and  boundary  dungea  la  certain 
[H.R.  13713]  unlU  of  the  National  Park  Syatcm,  and  for  otber  purposes. 

Be  it  enacted  by  the  Senate  and  House  of  Representatives  of  the 
National  Park  United  Stales  of  A  merica  in  Congress  assembled, 

Sytlem. 

Appropriafon  TITLE  I— ACQUISITION  CEILING  INCREASES 

ceilings  increase; 

boundary  gEC   jqj   <j^e  ]jmj(atjons  on  appropriations  for  the  acquisition  of 

changes.  lands  and  interests  therein  within  units  of  the  National  Park  System 

contained  in  the  following  Acts  are  amended  as  follows: 

(1)  Arches  National  Park,  Utah:  section  7  of  the  Act  of  Novem- 
16  USC  272f.                ber  12.  3971  (85  Stat.  422) ,  is  amended  by  changing  "$123,000"  to 

"$275,000"; 

(2)  Assateague  Island  National  Seashore,  Maryland  and  Vir- 
16  USC  4S9M0.             ginia  :  section  11  of  the  Act  of  September  21, 1965  (79  Stat.  824), 

as  amended  (16  U.S.C.  459f),  is  further  amended  by  changing 
'•$21,030,000"  to  "$22,400.000" ; 

(3)  Buffalo  National  River,  Arkansas:  section  7  of  the  Act  of 
16  USC 460m  14.            March  1.1972  (86  Stat.  44).  is  amended  by  changing  "$16,115,000" 

to  "$30,071,500"; 

(4)  Capitol  Reef  National  Park.  Uuh :  section  7  of  the  Act  of 
16USC273f.                 December   18.  1971    (85   Stat.  739),  is  amended  by  changing 

"$423,000"  to  "$2.173.000" ; 

(5)  Fire  Island  National  Seashore,  New  York:  section  10  of 
16  USC  459e9.              the  Act  of  September  11. 1964  (78  Stat.  928) ,  is  amended  by  chang- 
ing "$16,000,000"  to  "$18.000,000~; 

(6)  Gulf  Islands  National  Seashore,  Florida  and  Mississippi : 
16  USC  459bl0.            section  11  of  the  Act  of  January  8,  1971   (84  Stat.  1967),  is 

amended  by  changing  "$3,462,000"  to  "$22,162,000"; 

(7)  Lincoln  Home  National  Historic  Site,  Illinois:  section  8  of 
16USC461note.            the  Act  of  August  18, 1971  (85  Stat.  847),  is  amended  by  changing 

"$2,003,000*'  to  "$3.059.000** ; 

(8)  Mesa  Verde  National  Park.  Colorado:  section  8  of  the  Act 
16USCllle.                of  December  23,  1963  (77  Stat  473),  is  amended  by  changing 

♦•$125,000"  to  "$193,233**; 

(9)  North  Cascades  National  Park  and  Lake  Chelan  National 
Recreation  Area,  Washington :  section  506  of  the  Act  of  October  2, 

16USC9W-5.  196S   (82  Stat.  926),  is  amended  by  changing  "$3,500,000"  to 

$4,500,000"; 

(10)  Saint-Gaudens  National  Historic  Site,  New  Hampshire: 
16  USC  461  note.           section  6  of  the  Act  of  August  31, 1964  (78  Stat  749),  is  amended 

by  adding  a  new  sentence  as  follows:  "For  the  acquisition  of  lands 
or  interest  therein,  there  is  authorized  to  be  appropriated  not  to 
exceed  $80,000.**; 

(11)  Scotts  Bluff  National  Monument,  Nebraska:  section  8  of 
the  Act  of  June  80.  1961  (75  Stat.  148),  is  amended  by  changing 
"$15,000- to  "$145,000"; 

(12)  Canyonlands  National  Park,  Utah:  section  8  of  the  Act 
16  USC  27 lg.                of  September  12,  1964  (78  Stat  934)  as  amended  (85  Stat  421) 

is  further  amended  by  changing  "$16,000"  to  "$104,500";  and 
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(13)  Padre  Island  National  Seashore,  Texas:  section  8  of  the 
Act  of  Septcmlxr  2R,  1962  (76  Stat.  650)  is  amended  by  changing 

"$5,ooo,(kkt  to  "$;,.3:»o,ooo". 

TITLE  II— DEVELOPMENT  CEILING  INCREASES 

Sec.  201.  The  limitations  on  appropriations  for  development  of 
units  of  the  National  Park  System  contnined  in  the  following  Acts  are 
Amended  as  follows : 

(1)  Andrew  Johnson  National  Historic  Site,  Tennessee:  sec- 
tion 3  of  the  Act  of  December  11, 1963  (77  Stat.  850),  is  amended 
by  changing  -$60,000"  to  "$266,000"'; 

(2)  Arkansas  Post  National  Memorial,  Arkansas:  section  8  of 
the  Act  of  Julv  6, 1960  (74  Stat.  834),  as  amended  (80  Stat.  839), 
is  further  amended  by  changing  "$550,000"  to  "$2,750,000''; 

(8)  Chamizal  National  Memorial,  Texas:  section  5  of  the  Act 
of  June  30,  19CG  (80  Stat.  232),  is  amended  by  changing 
"$2,060,000"  to  "$5,063,000"; 

(4)  Foil  tamed  National  Historic  Site,  Kansas:  section  8  of 
the  Act  of  August  31, 1964  (78  Stat.  748),  is  amended  by  changing 
"$1^73.000"  to  "$4,273,000"; 

(5)  Golden  Spike  National  Historic  Site,  Utah:  section  8  of 
the  Act  of  Julv  30, 1965  (79  Stat  426),  is  amended  by  changing 
"$1,168,000"  to'"$5.422.000"; 

(6)  Jefferson  National  Expansion  Memorial  National  Historic 
Site,  Missouri :  section  4  of  the  Act  of  May  17, 1954  (68  Stat  98), 
as  amended  (16  V.S.C.  450jj),  is  further  amended  by  changing 
"$23,250,000"  to  "$32,750,000"; 

(7)  Saint  Gaudens  National  Historic  Site,  New  Hampshire: 
section  6  of  the  Act  of  August  81, 1964  (78  Stat  749),  is  amended 
by  changing  "$210,000"  to?4$2,677,000"; 

(8)  Vicksburg  National  Military  Park,  Mississippi:  section  8 
of  the  Act  of  June  4, 1963  (77  Stat  55),  is  amended  by  changing 
"$2,050,000"  to  "$3,850,000"; 

(9)  Channel  Islands  National  Monument,  California:  para- 
graph (1)  of  section  201  of  the  Act  of  October  26, 1974  (88  Stat 
1445, 1446).  is  amended  by  changing  "$2,936,000"  to  "$5,452,000"; 
and 

(10)  Nez  Perce  National  Historical  Park.  Idaho:  section  7  of 
the  Act  of  May  15.  1965  (79  Stat.  110)  is  amended  by  changing 
"$1,337,000"  to  "$4,100,000". 

TITLE  III— MISCELLANEOUS  PROVISIONS 

Sec.  301.  The  Act  of  September  21, 1965  (79  Stat  824),  as  amended 
(16  U.S.C.  459f),  providing  for  the  establishment  of  the  Assateague 
Island  National  Seashore  in  the  States  of  Maryland  and  Virginia,  is 
further  amended  by  repealing  sections  7  and  9  in  their  entirety,  and  by 
adding  the  following  new  section  12 : 

uSr.c.  12.  (a)  Within  two  years  of  the  date  of  enactment  of  this  sec- 
tion, the  Secretary  shall  develop  and  transmit  to  the  Committees  on 
Interior  and  Insular  Affairs  of  the  Senate  and  the  House  of  Repre- 
sentatives a  comprehensive  plan  for  the  protection,  management,  and 
use  of  the  seashore,  to  include  but  not  be  limited  to  the  following 
considerations: 

"(1)  measures  for  the  full  protection  and  management  of  the 
natural  resource*  and  natural  ecosystems  of  the  seashore; 
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Public  Law  96-344 
96th  Congress 


An  Act 


To  improve  the  •dmJniatratioo  of  the  Historic  Site*.  Buiklinn  and  Antiquities  Ad 

of  1985  (49  But  666). 


Beg  6.1980 
(S  2680] 


Sec.  7.  (a)  Section  1  of  the  Act  entitled  "An  Act  to  authorise  the 
Secretary  of  the  Interior  to  acquire  lands  for,  and  to  develop,  operate, 
and  maintain,  the  Golden  Spike  National  Historic  Site",  approved 
July  80,  1965  (79  Stat.  426)  is  amended  by  striking  out  "Proposed 
Golden  Spike  National  Historic  Site,  Utah,  prepared  by  the  National 
Park  Service,  Southwest  Region,  dated  February  1963  and  inserting 
in  lieu  thereof  "Boundary  Map,  Golden  Spike  National  Historic  Site, 
Utah,  numbered  431-80,026,  and  dated  December  6, 1978". 

(b)  Section  8  of  such  Act  is  amended  by  striking  out  "$5,422,000,  as 
may  be  necessary  for  the  acquisition  of  land  and  interests  in  land  and 
for  the  development"  and  inserting  in  lieu  thereof  "$348,000  for  the 
acquisition  of  land  and  interests  in  land  and  $5,324,000  for 
development". 

(c)  Within  two  years  from  the  effective  date  of  this  section,  the 
Secretary  shall  complete  and  submit,  in  writing,  to  the  Committee  on 
Interior  and  Insular  Affairs  of  the  United  States  House  of  Repre- 
sentatives and  the  Committee  on  Energy  and  Natural  Resources  of 
the  United  States  Senate,  a  report  on  the  feasibility  of  providing 
passenger  rail  service  from  the  city  of  Ogden.  Utah,  to  the  Golden 
Spike  National  Historic  Site.  Said  report  shall  include  an  assessment 
of  existing  rail  facilities  and  rolling  stock,  additional  development  as 
might  be  required,  as  well  as  alternatives  with  respective  costs  for  the 
operation  of  passenger  rail  service.  There  is  hereby  authorized  to  be 
appropriated  riot  to  exceed  $100,000  to  carry  out  the  provisions  of  this 
subsection. 
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